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Gas Industry Nationalisation 


lige Government’s Bill for providing for the nationalisation 

of the gas industry has now been issued, and completes the 
programme for the State ownership of fuel and power. As was 
the case in the Transport and Electricity Acts, the gas under- 
takings are to be taken over on the basis of Stock Exchange 
prices at recent or pre-election dates, whichever is the higher. 
Moreover, payment is again to be made in Government stock 
instead of cash. There is, however, an important variation from 
precedent. It is provided that, in the case of the junior stocks, 
an addition may be made to the Stock Exchange values where 
the companies suffered substantial reductions in the sales of gas 
in 1944 as compared with before the war, by reason of war 
damage or the transfer of population from causes arising from 
the war. Although the practical significance of this proviso 
is uncertain, it would seem to be a concession which would go 
a long way in reducing the hardship inseparable from reference 
to market values alone. No such concession was offered to 
home railway stockholders; railway traffics in no case had been 
adversely affected by the war, but stock market prices definitely 
had been depressed for a very long time by the likelihood of 
nationalisation. 


* * * * 


Results of Government Financial Control 


In our September 19, 1947, issue We suggested that the 
upheaval inseparable from the transfer of ownership of the 
railways from private enterprise to the State could have been 
avoided and much the same ends achieved if the Government 
had decided that the State should become a partner in the 
ownership of British transport. This it could have done by 
subscribing capital which would have enabled the companies 
to have pressed forward with repairs, renewals, and improve- 
ments. Commenting on this suggestion, our Argentine con- 
temporary, The River Plate Review, points out that this 
suggestion is precisely what is known in Argentina as the 
empresa mixta principle. We do not claim novelty for the 
idea, but recent events have not altered our view that the 
retention of a large measure of private enterprise in industrial 
undertakiiags in which the Government decides to have control 
is preferable, on grounds both of efficiency and economy, to 
outright State ownership. The financial results of the opera- 
tions of the State-controlled civil aviation undertakings in Great 
Britain have been sufficiently disastrous to emphasise this point. 


* * * * 


Disinclination to Spread Holidays 


The annual report* of the Catering Wages Commission for 
1947 does not encourage the hope that the public would be 
prepared to support the campaign for a wider spreadover of 
annual holidays. Endeavours have been made both by the 
railways and the Government to induce people to take holidays 
at other than the peak months of July and August. with a 
view to easing the strain on transport and to provide a longer 
season for holiday resorts. The report, however, states that a 
large section of the public still prefers holidays in late July 
and early August, no matter what the cost in money, incon- 
venience, and positive discomfort. It finds. too, that one of 
the results of present methods of fixing holiday dates in 
industry is that many of those who wish to take a holiday 
outside the peak period are prevented from doing so by the 
will of the majority. The Commission suggests that any 
future publicity campaign should stress that if the demand for 
holiday accommodation were spread more evenly over a longer 
period there would be less cause for complaint about charges 
for accommodation. 


* * * * 


Great Northern Railway (Ireland) 


The Great Northern Railway Company (Ireland) has suffered 
a severe setback in its earnings for 1947, and as a result the 
directors recommend a dividend of only 1 per cent. on the 
£4,050,689 ordinary stock for the year. This compares with 
3 per cent. (including a bonus of } per cent.) paid for each of 
the two preceding years. In July last the directors announced 
that because of a decline in gross receipts and large additions to 
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the salaries and wages bill they had decided to defer the con- 
sideration of an interim dividend on the guaranteed stock 
until the full accounts for the year were available. The pre- 
liminary statement in respect of 1947 now issued shows that the 
balance of net revenue available for dividends amounted to 
about £192,000, which presumably compares with £259,408 at 
this time last year, but on the present occasion it includes 
£50,000 transferred from a past provision for contingent liabili- 
ties under the Road & Rail Transport Act (Northern Ireland), 
1935, which is not now required. 
* * * + 
Minister’s Tribute to Railway Executive Committee 
Amid the political controversy which attended the nationali- 
sation of transport, more prominence tended to be given to 
statements criticising the present condition of the railways than 
to appreciations of their achievements in the past. We are 
glad, therefore, to be able to reproduce on another page this 
week a letter from Mr. Alfred Barnes, the Minister of Trans- 
port, to the members of the Railway Executive Committee, in 
which ample recognition is made of the work it achieved, 
The committee began its activities before the war and paved 
the way for the large-scale movements of troops, materials, 
and civilians necessitated by the outbreak of hostilities. Mass 
evacuations had to be arranged for on two occasions, for after 
the menace of the earlier bombing raids had been much 
reduced, the flying bomb and V2 rocket again renewed the 
dangers of life in large cities. The committee had to deal, 
also, with the movement of troops to the Continent at the 
beginning of the war, the evacuation from Dunkirk, and the 
preparations for the landings in North Africa and in Normandy 
in the later war years. A valuable innovation to its credit is the 
central wagon control, the benefits of which are no less 
apparent in- present circumstances than during the war. 
* * * * 
German Experiments with Timber Soleplates 
Some interesting results obtained by Dr. Baesder, a German 
technologist, are referred to briefly in our contemporary Wood. 
During his efforts to find methods of improving the wearing 
qualities of wooden railway sleepers, the replacement of which 
during wartime proved a serious drain on the timber resources 
of most countries, he first produced a sleeper with a hard- 
wood bearing plate glued to the top surface of a softwood 
sleeper. From this was developed the idea of using a wood 
plate of sufficient strength in compression to make unneces- 
sary the use of the steel bearing plate normally used between 
the flat-bottom rail and the sleeper. By impregnating plywood 
plates with preservative materials according to the Nowack 
process, a bearimg plate was produced which under actual 
conditions unaided by steel plates was capable of taking the 
compression load satisfactorily. In the opinion of Dr. Baesder 
the glued-up sleeper could be expected to have a longer life 
than the conventional type. One important reason given was 
that the action of the steel bearing plates in crushing and 
grinding the top surface of the sleeper is eliminated. Also, 
whereas the movable steel plate tended to cause moisture to 
accumulate between the sleeper and the bearing plate, and so 
encourage decay, the bonded plate and sleeper are quite free 
from this danger. Tests on the glued sleepers were carried 
out in Germany on only a very limited scale, but the method 
certainly seems worthy of wider investigation. 
* * * * 
Training Permanent Way Staff for Underground Railways 
The laying, relaying, and maintenance of the track on the 
underground railways of London calls for a knowledge not 
only of normal permanent way practice, but also of the 
peculiar conditions under which work has to be carried out 
on electrified, railways, and in the confined space of the tube 
tunnels. Training for this specialised work is divided into two 
classes—initial and advanced. The initial stage introduces 
the newcomer to the rudiments of permanent way work, and 
also serves to refresh the knowledge of members of the staff 
who obtained less than nine months’ experience before enlist- 
ing in the Forces. The course comprises two weeks’ practical 
work with a training gang, at Neasden Depot, supplemented by 
lectures. During this period, the trainees receive full pay. 
Special emphasis is placed on a sound knowledge of the rule- 
book, but the men are urged to learn the rules by habit and 
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practical experience rather than by heart. Safety precautions 
are stressed particularly, and instruction is given in elementary 
first-aid treatment for injuries and electric shock. At present, 
the training gang is temporarily in abeyance, as the major re- 
quirements for permanent way staff have been met, and there 
is only a small intake. Quite apart from this are the voluntary 
advanced courses, arranged every winter, to prepare candidates 
for the examinations of the Permanent Way Institution, 


* * * * 


Proposed Railway-Worked Road Service in Kenya 


A report was published recently on transport in the Sotik- 
Kericho district of Kenya, which lies some 225 miles north-west 
of Nairobi, and where there are numerous estates of tea com- 
panies and individual planters. Settlement of the district by 
Europeans was encouraged actively in the 1920s, at which time 
a survey for a proposed extension of the Kenya & Uganda 
Railways into the area was in progress, but there is no evidence 
that a pledge to build the line was made. There has been 
agitation for a railway from time to time, the nearest railhead, 
at Lumbwa, being somewhat remote, but latterly preference 
has been expressed for an all-weather road. The Government 
has constructed a tar macadam road to Kericho already, and 
this is being extended to Sotik at the present time. The report 
proposes that the Kenya & Uganda Railways & Harbours should 
be invited to operate a road transport service for traffic between 
Lumbwa and Sotik; such facilities would be provided by the 
administration under an indemnity against loss on the under- 
standing that rates should be based on an economic assessment 
of the traffic offering, and that those for luxury imported goods 
should, if practicable, be at such a level as to subsidise the 
export and import freight charges for essential products. 

* * * * 
Air and Rail Competition 

On a later page we publish an article on air and rail com- 
petition, written before the three British State-owned air cor- 
porations published their reports for the year ended March, 
1947. These reports showed a total loss of over £10,000,000 
on the year’s working, and were the subject of debate in the 
House of Lords on January 21. In explaining the reasons for 
the deficit, the Minister of Civil Aviation and the Lord Privy 
Seal maintained that progress had been made during the last 
nine months of 1947, but did not hold out any hope that the 
airlines would be self-supporting in the near future. The policy 
of the Government is “to build up these services on the basis 
of British aircraft provision,” so that for a considerable time to 
come the air corporations will be flying uneconomic types of 
aeroplanes. Development within this country is bound to be 
slow compared with the growth of commercial flying in the 
United States, where privately-owned airlines have been prodi- 
gal in buying high-powered planes with luxurious equipment. 
The U.S.A. railways have to fight keenly with the domestic 
airlines for passenger travel, when the length of journey is 200 
miles or more. In contrast, the British railways have not felt 
any serious impact from air competition as yet. 

* * * * 


L.M.S.R. Precast Concrete Engine Shed Roofs 


Before the war, engine shed roofs were reconstructed by 
the L.M.S.R. to a more or less standard design, but this design 
was basically a timber one, and, therefore, could not be 
adopted under wartime conditions owing to the shortage of 
timber. For the same reason, although a tentative design had 
been prepared, reinforced concrete construction in situ had to 
be abandoned because the timber required for the formwork 
was nearly as much as that used in the actual timber design. 
The only alternative was to use precast concrete units, which 
also offered certain other advantages, including the casting and 
curing of concrete under factory conditions, reducing time of 
construction, and ensuring minimum interference with work- 
ing. An article in this issue shows how a standard design was 
evolved for “ straight ” sheds requiring only seven types of basic 
precast units, and how with “ round” sheds a certain degree of 
standardisation also could be achieved. Fumes presented a 
problem. As a rule, concrete properly cured is resistant to 
fume attack, but with inferior coal, concrete in the smoke 
troughs is adversely affected. A remedy was found in the 
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application of two coats of bituminous solution. The present 
programme provides for the reconstruction of 28 “straight” 
and 13 “round ” engine sheds. 


* * * + 


Toton Up Yard to be Mechanised 

Had it not been. for the war it is likely that mechanisation 
at Toton, London Midland Region, would have been completed 
by this time. The down hump yard was mechanised by the 
L.M.S.R. in 1939, but the up yard, also worked by gravitation, 
has continued to rely on the use of hand brakes for controlling 
wagon movements and manual point operation. In addition, 
its 10 arrival sidings are insufficient to accommodate full train- 
loads hauled by modern locomotives. Mechanisation plans for 
the up yard are now to be resumed. This was announced by Sir 
Cyril Hurcomb, Chairman of the British Transport Com- 
mission, at Derby on January 23, and the improvements that 
will be effected are described elsewhere in this issue. They 
include remotely-operated railbrakes and special signalling 
arrangements similar to those already operating in the down 
yard. Toton, at the southern end of the Erewash Valley, 
handles the flow of wagons to and from collieries in Derby- 
shire, Nottinghamshire, and South Yorkshire. Coal is 
despatched to the South, East, and West of England, and at 
present some 2,700 wagons a day are formed into outgoing 
trains. Mechanisation of the up yard will permit at least 500 
to 600 additional wagons of coal daily being shunted and 
marshalled. 

* * * * 

A Mistake in Block Working 

The report of Lt.-Colonel Sir Alan Mount and Brigadier 
C. A. Langley, summarised in this issue, on the serious collision 
which took place near Doncaster on August 9, 1947, shows 
the cause to have been a grave error in block working, in the 
first instance, contr.buted to in some measure by a feature of 
the electrical controls, which arose out of certain stages in the 
resignalling of the area. The signalman was an experi- 
enced man, with 21 years’ service. seven of them in the 
box in question, and he admitted his responsibility quite 
frankly, saying the first train had gone completely out of his 
mind, although its rear vehicles were plainly visible from the 
box. Some of the statements he made in mitigation of the 
blunder, or as ev.dence generally, were not convincing, and 
the’ inspecting officers found it impossible to accept them. It 
was unfortunate that there was only plain block telegraph. 
without control over the signal at the entrance to the section, 
as this would have saved the situation. The curvature in the 
line, too, prevented the oncoming enginemen from seeing the 
obstruction until almost the last moment, and the collision 
was somewhat severe, causing 18 passengers in the crowded 
trains to lose their lives. 

* * * + 


Disc Brakes 

The latest reports of the behaviour of disc brakes in service 
on American railways are most encouraging, and the manu- 
facturers also announce certain improvements in design details 
which not only result in a simpler pattern but also secure longer 
life and greater accessibility. The basic principle is the removal 
ot brake blocks altogether from the tyres, on which their 
deleterious action is known only too well, and their trans- 
ference to large cast-iron discs keyed to the axles. A disc is 
provided for each wheel to be braked, and is located a few 
inches away from it, towards the middle of the axle. The 
brake blocks are applied to both sides of the disc, which is 
thus gripped between them. The periphery is furnished with a 
number of fins, which give a large surface area through which 
the heat is dissipated and which, by their disturbance of the 
air, provide the maximum cooling. As was to be expected, 
the problems of heat dissipation were far more formidable to 
the designers than the development of the necessary braking 
torque; but performance is now such that a passenger coach 
can be stopped. without discomfort to passengers, from 60 
m.p.h. in less than 1,000 ft., from 80 m.p.h in less than 
1,600 ft., and from 100 m.p.h. in less than 2,500 ft. Reports of 
the Chicago, Burlington & Quincy Railroad’s “ Vista Dome ” 
coaches, weighing 71 tons 8 cwt., show a disc brake-lining life 
of 75,000-105,000 miles, and a 70 per cent. longer wheel life 
due to the removal of brake blocks from the tyres. 
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Joseph’s Coat 


NLIKE the National Coal Board, the British Transport 
Commission and the Railway Executive started modestly 
on January 1 with no ceremonies in celebration of the in- 
auguration of the new régime. But now there has been back- 
sliding! We confess to some astonishment that in these days 
of austerity and shortage, locomotives and carriages can be 
spared from their work for a beauty parade. Locomotives and 
carriages have been specially painted for exhibition not only in 
the liveries of the former main-line companies. but also in 
some of the pre-grouping colours to enable a decision to be 
made as to the livery to be adopted by British Railways. So, 
like Joseph, the Railway Executive is adorning itself for the 
time being in a coat of many colours. Joseph’s jealous brothers 
put him in a pit. We fear some regional operating officers 
will have similar desires regarding the Executive. 

There is even some talk of different liveries for each region. 
Surely that would be pandering to sentiment, and quite con- 
trary to previous declarations that there was to be no senti- 
mental continuation of the old companies by preserving their 
names, or in other respects, and that the railways were to be 
“ welded’ into one unified undertaking. 

In our view there are only two alternatives for locomotive 
liveries— Post Office Red” or Black. “Post Office Red” 
would be frankly political. It is symbolical of State control, 
and the “ will of the people” as revealed by the last General 
Election. Surely the Minister of Transport should put his foot 
down and insist on “Post Office Red.” But what about 
Black? Would not its adoption be taken as pandering to the 
“ Die Hards”? Would it not be said that British Railways 
had gone into mourning in memory of the glories of the past 
and private enterprise? But truth will out. Won’t Black win 
in the end? Cynics. we think, will place their bets on Black. 
Judging from recent experience, whatever colour is chosen the 
engines will all be Black soon. 


* * * * 


. . 
Transport Commission Personnel 
| we this issue we publish as a supplement a list of the chief 
officers, functional and departmental heads of the Rail- 
way Department of the Ministry of Transport, the British 
Transport Commission, the Railway Executive, the London 
Transport Executive, and the Docks & Inland Waterways 
Executive, and the chief officers of the six Regions. This list 
is unofficial in that it has been compiled from announcements 
made from time to time and published in our columns. Apart 
from the Chief Regional Officers, the regional officers have 
been compiled from the current edition of the “ Universal 
Directory of Railway Officials.” Great care has been taken in 
preparing this jist, but to forestall letters pointing out omissions 
or minor errors we have taken the precaution of marking it 
“e. and o.e.” We think our list will be useful for reference 
purposes pending the publication of this year’s edition of the 

* Universal Directory of Railway Officials.” 

What has impressed us, and will, we think, most of our 
readers, is the amount of “top hamper” that has been super- 
imposed on the old structure of management. We venture to 
predict that within a very short time the Hotel Great Central 
(or 222, Marylebone Road as for some inscrutable reason it is 
now designated) will prove too small for the needs of the 
Railway Executive. When an overriding organisation of this 
character is created the results go far deeper than would appear 
on the surface. Each department, if it is to keep a firm hand 
on those responsible to it, requires a mass of information at 
all levels. That information has to be tabulated, sorted out 
and digested by a rapidly growing staff, and the collection 
and delivery of the information and statistics in the Regions 
will involve the creation of special staffs. Our imagination 
boggles at the size of the staff the British Transport Com- 
mission will find it requires to co-ordinate and integrate the 
various forms of transport. 

In our opinion, what a pity it is that State ownership of the 
British railway systems could not have been effected by a 
simpler organisation. Not a single railway headquarters has 
been vacated and three new ones have been added, with 
others to follow. The Commission and the functional members 
of the Executive might have formed themselves into a peram- 
bulating board; meeting one week at Euston, another at Maryle- 
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bone, another at Paddington, another at Waterloo, another 
at York, Glasgow, and so on. The services of certain of the 
directors of the former boards might well with great advan- 
tage have been retained. The functional officers of the 
Executive would be the “expert” directors and chairmen of 
their respective committees. 


* * * * 


Arbitration Transport Stocks 


N our last week’s issue we referred to the Transport Arbitra- 
tion Tribunal, which has the duty of deciding the values 
to be fixed for a number of securities effected by the transfer 
of railway and canal undertakings tp the British Transport 
Commission. The President of the Tribunal had expressed 
the hope that the Commission would refer the matter of deter- 
mining the value of the stocks to the Tribunal as soon as 
possible. 

This has now been done so far as affects five of the stocks. 
Notice has been given to the London Stock Exchange by the 
British Transport Commission that in accordance with the 
requirements of the Transport Act, the Commission has sub- 
mitted to the Tribunal the values suggested below in respect 
of the securities issued :— 


Suggested value 


Company Security of security 
£100 nominal 
_ | 
j. +. wt 
London & North Eastern Rail-| West Hartlepool ** primary 86 0 0 
way | charges "’ Hartlepool and 
| Clarence class C preference 
shares 
Sheffield & South Yorkshire! 3° Debenture stock : ae 85 0 0 
Navigation Ordinary shares (fully paid) ee |\ 510 0 
Do. (£4 paid) 
Company of Proprietors ofthe! 4° perpetual debenture stock . 105 0 0 
Birmingham Canal Naviga- 
tions 
Leeds & Liverpool Canal ... 34% preference ... ion rom 65 0 0 
The Tribunal is under the duty of giving to holders of the 


securities an opportunity of being heard, but it is not in any 
way bound by the values suggested to it. The procedure which 
is adopted is, first, the filing by the Commission with the 
Tribunal of particulars of the stock, together with the value 
which the Commission places on the stock. Notice is then 
served by the Tribunal on the stockholders, or their repre- 
sentatives, of the suggested value, and thereafter ten days is 
allowed within which they may call for a copy of the state- 
ments filed by the Commission. There is a subsequent period 
of two or three weeks within which they may lodge objections 
or propose an alternative price. 


* * * * 


Transport Research 


EVER has a public body been entrusted with duties so wide 
and varied as the Transport Act, 1947, placed on the 
British Transport Commission. From January 1 it became re- 
sponsible for the movement of people and merchandise by rail- 
way, road, and inland waterway within this country, as well as 
for their passage through our ports. It has to frame a policy 
which will ensure that each type of internal surface transport is 
used to the best advantage in the public interest, operating effici- 
ently, and paying its way. If our transport services are to be 
kept up o a high standard, the Commission from time to time 
will require prompt and authoritative information about de- 
velopments in other countries, often following up matters first 
published in The Railway Gazette. 

Fortunately, there is ready to hand a well-organised bureau 
of railway economics in the Railway Research Service, which 
was established by the main-line railways and countenanced by 
the L.P.T.B. The Research Service was managed by a com- 
mittee of General Managers’ representatives. From 1943 Mr. 
John Elliot, now Chief Regional Officer, Southern Region, was 
Chairman of the Committee and kept in close touch with Mr. 
C. E. R. Sherrington, who has conducted the research work for 
more than 20 years. During his term of office as Secretary of 
the Service, Mr. Sherrington has established helpful contacts 
with railway organisations and railway officers in many lands; 
his relations with the Association of American Railroads and 
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a number of its principal officers have been especially valu- 
able. As a result, the Service has been able to issue many 
useful reports from time to time and also to circulate a con- 
fidential bulletin monthly, dealing with three or four special 
items. An excellent transport reference library has been accu- 
mulated gradually at 4, Cowley Street, Westminster, where Mr, 
Sherrington and his small expert staff are housed in the fine 
block of offices built for the old North Eastern Railway in 
1906. 

Although primarily concerned with railway affairs, the Re- 
search Service has taken stock of the operations of competitive 
forms of transport. It will consequently be a simple matter to 
widen the scope of its constitution and arrange for it to take 
all transport for its province. Economic research will then 
be consolidated in one agency, attached to the Commission but 
handling queries from the Railway, Road Transport, Docks & 
Inland Waterways, and the London Transport Executives in 
direct communication with these bodies. From every point of 
view that seems to be a sound organisation. 


* * * * 


Queensland Railways 


_—_ goods and livestock earnings on the Queens- 
land Railways increased in the year ended June 30, 1947, 
the gross revenue fell by £809,737 to £10,621,171. The Com- 
missioner for Railways, Mr. P. R. T. Wills, to whom we are 
indebted for a copy of the report, records a decrease in pas- 
senger travel on account of the cessation of military traffic 
and the more settled state of the population, but points out 
that this is a natural post-war trend, the figures being still 
much in excess of 1937-38 and the war years 1940 and 1941. 
The number of passenger journeys in 1946-47 was 33,974,130, 
a reduction of 3,729,948, revenue falling in consequence by 
£986,363 to £2,377,959. Working expenses for the year fell by 
£225,416 to £9,878,846, leaving a net revenue of £742,325, as 
against £1,326,646 in the previous year. After meeting interest 
on capital, the deficit of £712,574 compared with £158,935 in 


1945-46. Some results are tabulated below: — 

1945-46 1946-47 
Passenger journeys ... 37,704,078 33,974,130 
Goods tonnage 4,777,923 4,698,439 
Livestock tonnage ae saa — 
Passenger, parcels, and miscellaneous enna nie 4,454,235 3,352,711 
Goods and livestock —a ee 6,976,673 7,268,460 
Gross earnings 11,430,908 10,621,171 
Working expenses ... 10, 104,262 9,878,846 
Net revenue 1,326,646 742,325 
Interest on apt 1,485,581 1,454,899 
Deficit.. ; 158,925 712,574 

Per cent. Per cent. 
Operating ratio 88-39 93-01 


Livestock traffic emsenesia in consequence of the heavy de- 
mand for beef for export, the tonnage of 714,020 showing an 
increase of 109,661 tons. The railways transported 228,227 
head of cattle, which was 17 per cent. greater than in the 
previous record year of 1944-45. Earnings from livestock, at 
£1,024.642, were higher by £190,501 than in the previous 
year. Ajlthough paying goods tonnage declined by 79,484 
tons, the earnings of £6,243,818 were £101,286 greater. There 
were increases of £97,247 in coal traffic receipts, and of 
£105,657 from other minerals. 

As he did last year, the Commissioner devotes considerable 
space to answering public criticisms of railway service. He 
complains in particular of a failure to appreciate that rising 
costs must be reflected in higher charges, although this prin- 
ciple is accepted in connection with private businesses. Mr. 
Wills maintains that the slogan that ‘“ the customer is always 
right’ cannot be applied to railway operation, because s0 
many of the demands made on the administration conflict 
with each other. He concludes these remarks with the obser- 
vation that it is an inescapable fact that services must be paid 
for, and if the service becomes more expensive it must be paid 
for by the users of the railways or the taxpayers as a whole. 

Special representations have been made with a view to 
obtaining priority for the construction of a number of 
engines quickly in Great Britain, all building resources in 
Australia having been exhausted. The use of railcars and 
trailers has been extended, 53 services being so operated, and 
the fleet numbering 207 vehicles. Horsepowers range from 
45-h.p. A.E.C, vehicles to the 153-h.p. Gardner diesel cars, 
hauling two trailers and accommodating 126 passengers. 
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A False Standard of Railway Efficiency 


HE fascination for statisticians of the term “train- 
kilometres ” was the subject of some recent comments in 
La Tribune de Geneve, to which our attention has been drawn 
by a railway correspondent. This paper mentioned that some- 
times the mere allotting of a stipulated total of “ train-kilo- 
metres” is looked on as an index to efficiency, regardless of 
whether or not the journeys operated meet public requirements, 
We reproduce below the article in question, which refers to the 
policy of the French National Railways Company in respect of 
communication between Paris and Geneva:— 

It is well known that it is not practicable to travel direct in 
daytime from Paris to Geneva, or even to Chambery, Annecy, 
or Fayet and Mont-Cenis, although the French capital has 
permanent day connections with Niort, Tarbes, Landerneau, 
Langogne, or Auray. 

The entire operation of trains on the French National 
Railways, in contrast with the custom in all other countries, 
is based solely on the daily achievement of passenger-train- 
kilometres. This simple formula, which is so beloved by 
mathematicians and so convenient for them. because it shuts 
out every effort of imagination, encloses our railways in a 
straight-jacket. because it takes account only of figures, with 
out making allowance for real contingencies. There is no con- 
cern with the nature of the kilometres (revenue earning or not), 
nor with profits, motive power and rolling stock journeys, 
availability of staff, loads, operating characteristics of loco- 
motives, and so on. The only criterion is the number of daily 
train-kilometres authorised in high places, and the whole of 
the art of overating consists in not exceeding the allowance, 
even if certain economies achieved in this way are barren 
or even disastrous for the interests of the nation and by reason 
of their repercussions. 

Now even if this rule is rigidly accepted, and the S.N.C.F. 
orthodoxy is rigidly obeyed, it would be possible throughout 
the year and every day (except on Sundays) to run trains 609 
and 610 between Paris and Amberieu, where they connect 
with the permanent trains 633 and 634; and this could be done 
by taking steps which not only would involve no extra train- 
kilometres, but would even save about 20 of them. 

Many travellers, particularly those who cannot afford a 
sleeping berth. prefer to travel by day. They could thus avoid 
the weariness of an uncomfortable night spent six or eight in a 
compartment. to say nothing of the practical advantages which 
would result from doubling the traffic at low cost to the 
S.N.C.F. 


Air and Rail Competition 
(From a Correspondent) 


- an address to the French Chamber of Commerce on 
November 11, Lord Nathan, Minister of Civil Aviation, 
spoke of air transport as being “the first socialised industry 
in this country,” and quoted some figures to show its progress 
during the first 6 months of 1947. In that time, the three 
United Kingdom airline corporations flew 17.450,000 aircraft 
miles and carried 202,000 passengers, more than the number 
for the whole of 1946. As, in the present financial year, the 
Government is paying a subsidy of £7,662,000 to civil aviation, 
these results cannot give the taxpayers any cause for satis- 
faction. Neither need our railways worry about the possi- 
bility of losing traffic to air transport in the near future. 
Within ithe United Kingdom, air competition is at present 
almost negligible in amount. 

In the United States the position is entirely different. There 
internal air transport predominates. In 1946 the domestic 
airlines did about five times the volume of transport per- 
formed on nearly 177,000 foreign route-miles. The wide 
American spaces favour the growth of home air travel with its 
outstanding advantage of speed, but a surprisingly large pro- 
portion of air journeys cover distances of only 250 miles or 
thereabouts, Between New York and Boston, for example, 55 
round flights are made daily. The U.S.A. railways are thus 
faced with keen rivalry at a time when their passenger 
revenues are declining rapidly from abnormal wartime levels. 
The 1946 railway passenger revenue was 27 per cent. below 
1945. The 1946 airline passenger revenue was 65 per cent. 
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above 1945; it was actually greater than the pre-war railway 
revenue from passengers in sleeping and parlour cars and also 
greater than the rail revenue from third class passengers,. when 
season-ticket holders are left out of account. 

This rate of progress was not maintained by the U.S.A. air- 
lines during the first quarter of 1947. Passenger travel did not 
increase as much as expected and working expenses mounted. 
Air fares were increased by 10 per cent. in April, 1947, As 
these fares were roughly equal to rail fares, together with the 
charge for Pullman space, the advance will not lessen the 
intensity of air competition in a wealthy country like America. 
The railways will have to devise ways and means of preventing 
loss of valuable traffic. That they are alive to the situation is 
proved by the chapter on Air Transport in the A.A.R. report 
* Transportation in America.’ which was reviewed in our Octo- 
ber 17 issue. A few of the salient points emerging from 
this study are stated below, along with the relevant statistics. _ 

U.S.A. domestic airlines, holding certificates from the Civil 
Aeronautics Board, operate 61,200 route-miles as compared 
with 161,000 miles of railway open for passenger service and 
226,000 miles of railway overated by freight trains. The air- 
lines ply exclusively between fairly large centres of population, 
using 700 planes and employing 70,000 people. In 1946 they 
flew 310,000,000 revenue-miles and verformed a total service 
equivalent to 655,000,000 ton-miles, made up as shown in 
detail below. 


U.S.A. DOMESTIC AIRLINE TON-MILEAGE, 1946 


Ton-miles 

(millions) 
Passenger flights, equivalent to 577 
Express ... me mF ee aa tia mre ea 24 
Freight ... és sai < sia ee ; wig 1S 
Mail pe : ~ mas as : ee mei 33 
Excess baggage ven wa ane ws is Pa 6 
Total a ie = -. 655 


The Americans believe, as Sir Eric Geddes did when he was 
Chairman of Imperial Airways, that the sound measure of the 
volume of air transvort is the ton-mile. even for passenger 
carryings. The actual number of passengers flown in 1946 
was over 12 million and their journeys represented 6,000 
million vassenger-miles, a 77 per cent. increase on 1945. Air 
passenger-mileage approached one tenth of railway passenger- 
miles and is growing, while the trend of the railway statistics 
is downwards. The average air trip was about five times 
the length of the average train journey. Flying on inland 
routes is safer than overseas flights, but in 1946 the risk of a 
passenger fatality was nearly seven times greater by air than by 
rail. The Air Transport Association of America aims at 
improving safety. denendability, and regularity of service; this 
body also represents the industry in negotiations with the 
government and spent $500,000 on publicity in 1946. The 
Association of American Railroads is at grips with a worthy 
rival ! 

Though the U.S.A. airlines are organised efficiently they 
are no more able to fly by themselves than are the United 
Kingdom air corporations. In 1946 their gross operating 
revenue of $316,300,000 was $7,200,000 short of operating 
expenses, but the deficit will be reduced by higher payments 
for carrying air mail, awarded with back effect, The airlines 
have to provide interest on a long-term debt of $90,000,000 for 
the purchase of new equipment, but pay merely nominal tolls 
for the use of airports. lighted airways, radar equipment, 
weather reports, and other facilities. America does not grudge 
financial aids to air transport which exceed the value of land 
grants to railways in the old days, but will not be repaid in the 
Shape of reduced charges on government traffic. 

Unless there is a reversal of national policy and each type 
of transport is required to bear a fair share of federal and 
state costs incurred for its benefit, air and rail will continue to 
compete on unequal terms, with the railways even paying taxes 
which are used in part to cover the costs of aids to their 
rivals. In addition, the railways will have to face intensified 
competition from road passenger transport: probably in that 
field their main antagonist will be the. private motorcar. 
Before the war, it was questionable whether the U.S.A. rail- 
ways, as a whole, earned any profit from passenger travel. 
They are now spending money freely to provide fast services 
at low fares, with attractive equipment, safety, and depend- 
ability. The boldest prophet may hesitate to forecast the 
outcome of this clash of transport enterprises ten years hence. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


State Organisation of Railways 


Pear Tree Cottage, Oldfield Lane, 
Altrincham. January 13 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sirk.—May I endorse most heartily the remarks made in the 
letter from Mr. J. B, Latham in your issue of January 2. 
dealing with the decision of the British Transport Commission 
to abandon the names of the four main lines? Their decision 
displays an abysmal lack of knowledge of railwaymen them- 
selves, let alone the “few” (alleged) railway amateurs. The 
following incident will illustrate the point and I will allow 
it to speak for itself without further comment. 

Last December, I travelled from Euston to Manchester in 
the dining car of the 2.45 p.m. express. When nearing the 
end of the journey, I had a chat with the head attendant of the 
dining car. In course of conversation he revealed that he was 
criginally a “ Nor-West” man, having joined that company 
about two years before the 1923 grouping. He went on to 
relate how he had been threatened recently with a transfer to 
the Midland Division (Manchester Central—St. Pancras) dining 
car services, “I raised hell,” he said indignantly, 
wasn't standing for working on the lousy old Midland.” — 

Yours, etc., 
W. MCGOWAN GRADON 


Timetable Revision 


23, Somertrees Avenue, 
London, S.E.12. January 21 

To THE Epiror OF THE RAILWAY GAZETTE 

SiR,—I was pleased to see your reproduction, on page 68 of 
your issue dated January 16, of Mr. Fulford’s timely letter to 
The Manchester Guardian. The instance he quotes of a 64-hr. 
service from St. Pancras to Carlisle may, of course, be attri- 
buted in part to “ competition,” but it should. I think, be em- 
phasised that the general worsening of passenger services over 
the old Midland Railway is obviously the result of a definite 
policy at headquarters, which has ignored the fact that the 
train services from and to St. Pancras have certain definite 
duties to perform. 

Apart from competitive aims, the old Midland had to offer 
services to Yorkshire, and to Manchester, good enough to ease 
Kings Cross and Euston of a reasonable amount of traffic 
to the West Riding and to the Manchester area; and at the 
same time to cater adequately for certain provincial towns and 
traffics which depended entirely, or almost so, on a Midland 
service. The present timetable cannot possibly cope with the 
former task—witness the pressure on the Manchester trains 
out of Euston and the Yorkshire services from Kings Cross 
while essentially Midland traffics, such as Leicester and Notting- 
ham to Leeds, and Leeds to Glasgow, are not given the facili- 
ties they deserve. 

The position of provincial towns on the Midland is 
worsened by the fact that Great Central services were 
pruned even more drastically than those of the Mid- 
land, and are, even now, running at very low speeds. It would 
be unreasonable to plead for anything like “ten expresses to 
choose from” between St. Pancras and Scotland, but more con- 
sideration should be given at once to essential provincial ser- 
vices, and the old Midland line put back to the position it should, 
geographically, fill. 

Yours faithfully, 
R. E. CHARLEWOOD 


Wagon Turn-Round 


Dunlop Rubber Co. Ltd., 
Fort Dunlop, Erdington, 
Birmingham, 24. January 23 
To THE Epiror OF THE RAILWAY GAZETTE 
Sir,—The recent announcement that no railway wagon was 
at Fort Dunlop for more than 24 hr. has resulted in a number 
of inquiries regarding the system on which we work. This 
quick turn-round of wagons is so vital a factor in achieving the 
nation’s industrial targets that I feel you may care to make 
our procedure here more widely known, even although there 
may be production centres for which it will not be wholly 
appropriate. 
Organisation rather than unloading plant is the key to our 
success. Our system has got to be flexible, because, as many 
of our major lines are imported, there is considerable fluctua- 
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tion in the number of wagons coming in. Advance advice js 
received of deliveries about to be made, and the position is 
under the daily observation of the departmental managers con- 
cerned, I myself getting a daily report on it. 

Between 6.30 and 8 each morning we take a stock check so 
that, by 8 a.m., the number of wagons to be unloaded is known 
exactly. Our traffic controller has these wagons shunted at 
once to the points where they are to be unloaded, and simul- 
taneously advices are sent to the heads of departments respon- 
sible for the unloading. 

As far as the unloading itself goes, our experience is that it 
can be carried out expeditiously only by varying the number 
of gangs of men according to the amount of materials to be 
handled. There are four men to the gang, and their leading 
hand is responsible for the gang’s work, the count, and so on. 
Where conditions allow, men are paid by results; in other 
cases there is a special flat rate. 

It is a pleasure to me to be able to add that everyone on the 
job is thoroughly alive to the need for unloading and loading 
as quickly as it can be done. They go to it with a will. 

Yours faithfully, 
W. W. FOSTER, 
General Works Manager 


** All Change” on London Transport 


73, Abingdon Road, 
London, W.8. January 24 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—-During the past week two instances have been re- 
ported in the Press of passengers refusing to alight from London 
Transport trains which were withdrawn suddenly en route. 

When there is a good reason, such as a technical fault, or an 
unforeseeable change in the operational situation, most passen- 
gers (if they knew) would accept a change of train philosophic- 
ally. However, it sometimes seems that the operating staff is 
at fault, and the passengers’ indignation justified. 

From personal experience, | know that twice last week a 
train left Earls Court at approximately 9.5 a.m., both its destina- 
tion board and the station indicator proclaiming “ Wimbledon.” 
On arrival at Parsons Green, the order was “ all change,” and 
our train withdrew to a siding. ie 

Admittedly, a genuine Wimbledon train came within seven 
minutes. but it does seem that this kind of inconvenience is 
unnecessary, and that with a little more vision these trains could 
have been marked “* Parsons Green.” 

if 1 am wrong in these instances, I shall be pleased to hear 
so and to admit it, but at present I am tempted to agree with 
the porter’s remarks about the operating staff, which were 
illuminating rather than complimentary. ; 

Yours faithfully, 
R, M. TYRRELI 


Zonal C. & D. Services 
Pool-in-Wharfedale. January 13 
To THE Epiror OF THE RAILWAY GAZETTE | 

Sirn-—I read with interest your correspondent’s article on 
yonal collection and delivery arrangements in your January 9 
issue, but do not agree with the views expressed. The extension 
of railhead areas and the development of trunk motor services 
would destroy the principle of making direct loads wherever 
possible. A railhead, if wisely selected, would be on a section 
of line likely to be in constant use, served with good freight 
train services, and would cover an area which would justify 
direct cartage services. 

To and from that railhead, traffic would be loaded so as to 
reduce transhipment to a minimum, and failing sufficient 
tonnage to justify a direct wagon to the appropriate railhead, 
it would be loaded to zonal centre for trunk motoring to the 
railhead. From what I can gather, your correspondent would 
prefer a system of loading to zonal centre and trunk motoring 
from there to railhead. for subsequent breaking down to 
collection and delivery motors. Such a system, I venture to 
suggest, would : — 

(a) Create unnecessary handling. . 

(b) Increase the risk of damage and pilferage. 

(c) Delay traffic by 24 hr. 

(d) Increase costs out of proportion by the use of 
trunk vehicles. 

If care is taken in choosing railheads in relation to zonal 
centres, the train service to the railhead should be as good as 
that to the zonal centre; and this being so, traffic could be 
unloaded and sorted to delivery vehicles at the railhead earlier 
in the morning than under the system of passing it through 
zonal centres and trunking to the railhead. Furthermore, it 
has to be appreciated that the greatest obstacle to the develop 
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ment of C. & D. services is the lack of suitable shed facilities, 
especially the lack of dray berth accommodation. 7” 

[he bulk of our goods depots are obsolete and difficult to 
adapt to modern-day requirements, and the full advantages of 
the zonai system will not accrue until new sheds or altered 
sheds are built. 

The principal aims of zonal C. & D. are to improve the 
service to the traders and reduce transhipping to a minimum. 
Is it not a fact that unless the maximum direct loads to rail- 
heads are made, transhipment will continue as now? 

As regards the direct transfer system from rail wagons to 
internal vehicles for subsequent perambulation, there is a 
definite limit to the tonnage which can be handled economically 
by these means. | would say that the system cannot operate 
efficiently where the tonnage exceeds 100 tons a day, and the 
experience of one company has proved this. Is not your 
correspondent somewhat prejudiced against the efforts which 
have been displayed by one company in its mechanisation 
efforts? 

It is difficult to believe that all the serious study and 
practical application of the problem of goods shed handling 
methods has been in vain, and that the perambulation method 
could have been applied successfully to a station such as Lawley 
Street. I know from experience that mechanised working 1s 
quicker than perambulation. 

In conclusion I would say that road is ancillary to rail, and 
that road services should be introduced or developed where the 
rail service proves to be inadequate. 

Yours faithfully, 
EX-L.N.E.R. 


Livery of British Railways 


18, Wheatsheaf Close, 
Woking, Surrey. January 21 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sirk,—Although British Railways is but three weeks old, it 
would seem that at least two locomotives have appeared 
painted “ British Railways,” a “West Country” Pacific from 
Eastleigh and a “Ul Class” Mogul from Brighton. The 
former is reported to have “ British Railways” written in full 
on the tender, while the latter carries the initials “ B.R.S.” 
(presumably for British Railways Southern Region); both 
locomotives otherwise are painted standard Southern Railway 
colours, but have their numbers prefixed by the letter “S.~ 
No doubt this is only a transitional scheme. 

Sir Cyril Hurcomb, in a statement on December 31, an- 
nounced that it would not be possible to allocate locomotives 
and coaching stock to a particular region for the exclusive 
use of that region. This, perhaps, can be taken as a further 
indication that the Commission proposes to go ahead with 
a unified livery fer all regions. Although no doubt Sir Cyril's 
statement may be perfectly reasonable, I nevertheless feel that 
inter-regional allocation transfers of locomotives, and prob- 
ably coaching stock, will be quite rare. Inter-divisional trans- 
fers between the smaller divisions of the four main-line com- 
panies were usually negligible pre-war. 

On the locomotive side, there are several reasons why inter- 
regional transfers will be rare; to quote just two important 
examples: (a) the automatic train control in use on the Wes- 
tern Region; and (b) the lack of water troughs on the Southern 
Region with the consequent lack of pick-up gear on the loco- 
motives. 

As far as the wagon stock is concerned, the position is more 
difficult, especially as there are all the pvrivate-owned wagons 
to absorb as well: but 4s wagons these days seldom seem to 
have any paint on them, the point is unimportant from the 
livery aspect. 

Yours faithfully, 
J. B. LATHAM 


Longmoor Garrison Church 
Divisional Docks Engineer’s Office. 
Barry Docks, 
Glam. January 16 
To THE Epiror oF THE RAILWAY GAZETTE 

Sir,—In a letter which appeared in your issue of December 
19, Brigadier Gardiner stated that “a plaque has been offered 
by the G.W.R.,” and as Secretary of the committee formed in 
connection with this memorial, may I explain the proposal? 
The officers who, in 1939, were commanding the three 
Supplementary Reserve Units which were formed from the 
G.W.R. staff feel that a suitable memorial should be placed 
in the Garrison Church at Longmoor to honour those of the 

units who gave their lives in the 1939-1945 war. 
The committee, which is being assisted by Brigadier Lang- 
ley (Ministry of Transport), proposes that the memorial 
should be in the form of a stone tablet suitably lettered in gilt 
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and affixed to a selected place within the church, the R.E. badge 
and the G.W.R. coats of arms being incorporated in the design, 
which is being prepared by Mr. Martin Travers. As soon as 
the design has been decided on, permission from the military 
authorities will be sought to proceed with the memorial. 

A subscription list has been opened, to which the former 
Chairman and directors of the G.W.R. have subscribed gener- 
ously, as have many railway officers and the former officers 
and men of the three units. However, it is probable that there 
are others who would like to be associated with the proposal, 
and any donations, however small, should be sent to the 
Honorary Treasurer, Lt.-Colonel E. C. Cookson, Divisional 
Engineer, the Railway Executive (W.R.), Devon Place, New- 
port, Mon. 

The three R.E. units to which the memorial is to be erected 
were: the I5ist (G.W.) and 152nd (G.W.) Railway Construc- 
tion Companies, and the 154th (G.W.) Railway Operating Com- 
pany. 

I am, 
Yours faithfully, 


R. H. EDWARDS, 
Lt.-Colonel R.E. (S.R.) 


British Transport Commission Publicity 


8, Sydenham Road, 
Croydon. January 22 
lo THE Epivor OF THE RAILWAY GAZETTE 

Sir,—The two new B.T.C. posters, reproduced on page 56 of 
your January 9 issue, are, 1 suppose, examples of the way the 
taxpayers money is going to be wasted in the future. Surely 
no one really can be expected to be interested in reading 
messages from the B.T.C. And I am even more sure that no 
one, who did not already know it, will be the slightest bit in- 
terested in hearing that the L.P.T.B. has handed over its tradi- 
tions to the L.T.E. 

I notice that now “ goodwill” notices are appearing in the 
national Press. 1 suppose it all helps to waste money and find 
a congenial job for someone. 

If transport is being nationalised for a squarer deal for its 
customers, let its money be spent on improvements and in pay- 
ing of better wages to its staff. which, believe me, will materially 
affect the service. 

Yours faithfully, 
G. M. NEWMAN 


Railway Historical Records 


Cardinham House. nr. Bodmin, 
Cornwall. January 17 
To THE EpItoR OF THE RAILWAY GAZETTE 

Sir,—As the author of the memorandum on the preservation 
of railway relics to which you refer in your issue of January 
16 under the heading of “ Railway Historical Records,” will 
you allow me once again to stress the importance of the pre- 
paration of a card index (to be eventually published as a printed 
catalogue with periodical supplements) of the various exhibits 
of importance still extant of British railways? 

In 1932 it was found that many exhibits were on view in 
different parts of England and Scotland and that it was un- 
likely that the owners would let them go permanently to a 
central museum. Sir Henry Lyons, then the Director of the 
Science Museum, South Kensington, to whom the memorandum 
was referred by the Standing Committee on Museums & Gal- 
leries, was in favour of the compilation of a comprehensive 
index of exhibits, and obtained promises of information from 
various railway companies of items of interest in their posses 
sion, should such an index be started. Sir Henry’s only 
difficulty was that the preparation of the index would be such 
a costly piece of work that unless some benefactor could be 
found to bear the cost, the Science Museum, though otherwise 
willing to undertake the work, for financial reasons would be 
unable to do so. 

The memorandum suggested that the proposed index should 
name the railway relics known to exist. and where they could 
be seen, including those in museums, railway stations, public 
libraries, art galleries, and other places to which the public has 
access, and also items of railway interest preserved by univer- 
sities, clubs, and quasi-private bodies, which might be in- 
spected by permission only. 

The financial difficulty already mentioned. and then the war, 
followed by the present difficult time, have, I believe, pre- 
vented progress being made, but if anything is to be done 
the present moment is surely opportune for at least a start to 
be made. 


Yours faithfully, 
REGINALD B. FELLOWS 
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The. Scrap Heap 


THE Loss MOTIVE 

In one respect the Socialists have im- 
proved on their promises. They pledged 
themselves to extirpate the profit motive 
from the industries they nationalised. They 
have now blotted out the profits of those 
industries. Though the cost of coal has 
been sharply increased, Lord Hyndley’s 
Board has not been contaminated by the 
pitch of profit-making. The Civil Aviation 
Boards are champion losers. Trust the 
Transport Commission to help in proving 
that loss is really gain.—‘‘ Observer” in 
‘The Financial Times.” 

* * * 
We Hore it Won’t HAPPEN TO LAND 
TRANSPORT 

The Courtney Report is a deplorable 
document: admirably considered, care- 
fully drafted, but. in what it reveals a de- 
plorable and _ horrifying document. It 
seems to me to contain almost every in- 
gredjent which those who like bureaucratic 
control hoped would be avoidable and 
those who dislike it prophesied would be 
present. It would be almost possible to 
reduce it to the terms of a recipe in the 
work of the late lamented and invaluable 
Mrs. Beeton: “ Take two departments, a 
corporation and halfia-dozen committees; 
rub well the wrong way until all are 
thoroughly sour; cut up responsibility into 
as many pieces as possible; add procras- 
tination, hesitation, lack of co-ordination, 
lack of imagination, lack of control *—in 
fact almost every ingredient except oil or 
ginger— do not stir. Leave to simmer 
for several years and serve lukewarm.” 
The Marquess of Reading during a debate 
on civil aviation in the House of Lords on 
January 21. 

* * a 


* BRITISH RAILWAYS ”’ 

A matter of some interest to railway 
users is raised in a letter to the Editor of 
The Times from Mr. A. H. Horrocks, of 
23, Thornhill Avenue, Patcham, Brighton. 

He writes:—*On Friday, January 16, 
I saw outside Brighton works an engine 
bearing the words ‘British Railways, 
newly painted on its tender. Does this 
entitle me to equal fame with the one who 
hears the first cuckoo in spring?” 

Whatever his claims to fame for acute- 
ness of perception, Mr. Horrocks would 
seem to have earned his full meed of 
praise. The tender he saw, however, may 
prove to be, as it were, a cuckoo’s egg 
in the nest, for while it is at the moment 
one of only two existing, it is not certain 
how the final article will turn out. 

The Railway Executive recently asked 
all the Regions to paint the letters “ British 


“ 


s¢ 
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Railways” on the side of a tender, so 
that a choice could later be made from 
different types and sizes of the final form 
to be adopted by all Regions. A space 
has to be left for the crest, when deter- 
mined, to be included, but in the mean- 
time any engines that travellers may see 
bearing the two words denoting the 
nationalised system are purely experimen- 
tal types.—From “ The Times.” 
* 7 ~ 


100 YEARS AGO 
From THE RAILWAY TIMES, Jan. 29, 1848 


N IDLAND RAIL W! AY. —TENDERS for 
i MAINTENANCE of WAY —The Directors of the 
Midland Railway Company will meet at Derby, on TUES. 
DAY, the 8th of FEBRUARY next, to receive TENDERS 
for Maintenance of the Permanent Way between Notting- 
ham and Lincoln Stations, including the Branch Line from 
Fiskerton to Southwell 

Specifications may be seen at the Engineer’s Office, Derby 
Station, from Tuesday, the 25th instant, until the day of 
letting. where printed forms of tender may be obtained 

The tenders, enclosed in sealed covers, marked ‘‘ Tender 
for Maintenance of Permanent Way,’’ and addressed to the 
Secretary, must be delivered at the Derby Station not later 
Pate ten o’clock on the morning of letting, when parties 

tendering are requested to be in attendance, 

None but the printed forms of tender will be received 

5 By order, 


J, F. BELL, Secretary. 





January 19th, 1948. 





* * * 


SEAS Stor TRAINS 
High seas breaking over the Western 
Region line between 
Dawlish on Monday, put tracks out of 
action and held up train services from the 
southwest to London and Manchester. 


Normal services were resumed after 


eight hours 
of ballast. 


Gangers shifted many tons 


* oo * 
* SIMPLIFICATION ~ 

A firm in London recently received an 
order from what used to be known as the 
Great Western Railway. Attached to it 
was a fly-leaf which ran: —* N.B.—Except 
where the contract otherwise requires in 
the attached document, any reference to 

(a) the Great Western Railway Company 
or any directors or director thereof shall be 
construed as a reference to the Railway 
Executive; and 

(b) any officer or any servant of the 
Great Western Railway Company shall be 
construed as a reference to such person 
as the Railway Executive may appoint, or 
in default of appointment to the officer or 
servant of the Railway Executive who 
corresponds as nearly as may be to the 
first-mentioned officer or servant.” 

There is nothing like nationalisation for 
reducing such matters as these to their 
simplest terms.—* Peterborough” in “ The 
Daily Telegraph.” 


Teignmouth and 
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Railway Progress 





. , he : 
Sig nu { § 
Modern colour- light dignals are installed 
over OO miles of track on the busiest routes 


SOUTHERN RAILWAY 


A pre-nationalisation poster issued 
by the Southern Railway 


Now “Wi Own Railways 

Judge Tudor Rees, Chairman at Epsom 
Magistrates’ Court, recently queried the 
right of himself and six fellow magi- 
strates to hear a_ railway _ bilking 
case—as they now have a financial interest 
in British Railways. 

*Formerly,” he said, “two magistrates 
who had an interest in the Southern Rail- 
way retired when railway cases were heard. 
Similarly with the County Council. Are 
we and the appellant tribunal, if the de- 
fendant is convicted and appéals, not liable 
to disqualification?” 

Mr. H. B. Grant, for British Railways. 
said that under the Act all the right duties 
and powers of the Southern Railway 
passed on January | to the Transport Com 
mission. 

Judge Tudor Rees: That reinforces my 
point. The rights of the Commission are 
not in question—only the capacity of the 
magistrates to adjudicate. 

Mr. Grant: If it were a prosecution for 
an infringement of the by-laws I might 
be in some difficulty, but it is an offence 
against the State. 

Eventually the magistrates heard the 
two cases and recorded convictions.- 
From the “ Evening Standard.” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


WESTERN AUSTRALIA 


Railway Administrative Changes Vetoed 

On October 16, 1947, a Bill was intro- 
duced in the Legislative Assembly under 
which transfer of the functions of the 
Commissioner of Railways to a directorate 
was proposed, the directorate to consist of 
five members. Of these, two were to be 
nominated by the Minister. one of whom 
would be a qualified engineer with a com- 
prehensive knowledge and experience in 
the management, maintenance and control 
of railways; and the other, to be known 
as the Departmental Member. to be em- 

ployed in the transport or administrative 
feaasien of the department. One of these 
two members was to be Chairman. The 
remaining three members were to represent 
primary producers, the trade union move- 
ment, and commerce. 

The action of the Government in intro- 
ducing a measure designed to reconstitute 
the administration of the Railway Depart- 
ment while a Royal Commission was in- 
quiring into railway control, was criticised 
strongly by opposition members during 
the passage of the Bill through the Legis- 
lative Assembly, and the Government was 
urged to withdraw the Bill until the find- 
ings of the Royal Commission were made 
known. 

There was also some criticism of the 
composition of the provosed directorate. 
However, the Government persisted with 
the Bill and it finally passed through all 
stages in the Assembly, but on reaching 
the Legislative Council for confirmation 
by that House, the motion for the second 
reading was defeated. and the Bill accord- 
ingly was lost so far as the current session 
of Parliament is concerned. 

The main criticism used to “kill” the 
Bill was that used in the Legislative 
Assembly, namely, that it was wrong to 
pass such a measure before receivt of the 
report of the two Royal Commissioners at 
present inquiring into the working and 
management of the State Railways. Inci- 
dentally, the Royal Commissioners con 
cluded the taking of evidence in their in- 
quiry on December 12, 1947, and their 
report is expected at an early date. 

At the time of writing. a Bill to separate 
the tramways from the Railway Adminis- 
tration is still before the House. 


NEW SOUTH WALES 


Report for 1946-47 

The Commissioner for Railways, Mr. 
T. J. Hartigan, C.M.G., has presented to 
the Minister for Transport his report on 
the operations of the Department of Rail- 
ways for the year ended June 30, 1947. 
Throughout the year shortages of coal 
greatly handicapped the department in 
carrying out its activities. Actually train 
services had to be reduced for a total 
of five out of the twelve months in order 
to conserve coal. As a consequence, both 
traffic and earnings were affected adversely. 
The earnings for the year were 
£30,352,710, a decrease of £960,700 when 
compared with the amount for the pre- 
vious year. In addition to coal shortages, 
shortages of rolling stock, cessation of 
troop movements, and competition of road 
and air services were contributing factors 

in oa this decrease in earnings. 
Working expenses increased from 
£24,933,674 to £25,885,577, an increase of 


Eliminating the amounts written 
off for retirement of assets, the figures 
were £25,376,711 for 1946-47, and 
£24,687.148 for 1945-46, an increase of 
£689,563. This increase is explained by 
increases in expenditure beyond the con- 
trol of the Commissioner, arising from new 
awards, basic wage adjustments, and in- 
creased costs of materials. 

The decrease in earnings and the increase 
in working expenses resulted in a profit 
on operations that was not sufficient to 
meet all statutory debits, such as interest 
payments and sinking fund contributions. 
As a consequence a deficit of £1,557,943 
was recorded—the first for a period of 
seven years. 

Passenger journeys totalled 261,644,206, 
a decrease of 5,778,894 on the record num- 
ber for the previous year. 

Despite the restrictions placed on the 
carriage of goods traffic owing to the coal 
shortage, 16,539,080 tons of goods were 
conveyed, an increase of 666,649 tons. 
New rolling stock placed in service during 
the year included six express locomotives 
built in the railway workshops; and 13 
refrigerator vans, 22 louvred vans, and 248 
24-ton wagons delivered by local contrac- 
tors. 

Large railway works in hand included 
the construction of the Circular Quay sec- 


£951,903. 


tion in Sydney (see The Railway Gazette 


of October 18, 1944); the cross-country 
line between Sandy Hollow and Mary Vale; 
and the quadrupling of the line between 
Lidcombe and Penrith. The new Hawkes- 
bury River Bridge was opened for traffic 
on July 1, 1946 (see The Railway Gazette 
of August 16, 1946); and the last section 
of the Cootamundra to Junee duplication, 
from Tanyinna to Bethungra, was com- 
cigr _ brought into operation on July 
15, 1946. 


INDIA & PAKISTAN 


Mail Trains in Collision 

One person was killed and 39 injured 
in a collision between 2 down “* Delhi- 
Calcutta Mail” and 4 down “ Bombay- 
Calcutta Mail” at Hirodih Station, 239 
miles from Calcutta, on December 21. 
While the “ Bombay-Calcutta Mail” was 
being shunted back to pick up an injured 
person, who had been run over at the level 
crossing gate at Hirodih Station, its last 
vehicle was derailed. The “ Delhi-Calcutta 
Mail.” which was following close behind, 
collided with the derailed vehicle, causing 
damage to the air-conditioned coach and 
restaurant car of the “ Bombay-Calcutta 
Mail,” and to the restaurant car of the 
* Delhi-Calcutta Mail.” The engine of the 
latter train was damaged. 


Normal Services Resumed in Punjab 

‘During Christmas week, the Eastern 
Punjab Railway resumed many of its im- 
portant services which had been suspended 
due to civil disturbances and mass move- 
ment of refugees. The “ Calcutta-Kalka 
Mail” and the “ Bombay-Punjab Mail,” 
which had been terminating at Delhi, were 
extended to Kalka and Ferozepore respec- 
tively from December 25. On January | 
the “ Bombay Express,” which previously 
ran between Bombay and Peshawar, was 
restored between Delhi and Amritsar on 
its original timings. A number of other 
trains has been introduced, thus providing 
four passenger services between Delhi and 


129 


Ferozepore, two between Delhi and 
Amritsar, and the same number between 
Delhi and the broad gauge railhead at 
Kalka, which serves Simla, the capital of 
the East Punjab Government. 

With the resumption of these trains, and 
of the Delhi-Ajmer | up mail on Decem- 
ber 26, more than 75 per cent. of the 
normal services from Delhi Main Station 
have been restored, with the exception of 
those which crossed what is now the Indo- 
Pakistan frontier. The Delhi-Ajmer route 
had been closed for nearly three months 
as a result of disturbances in adjoining 
Indian states, and unrest at Rewari and 
other places along the line. 


Coal Shortage in Pakistan 

The Pakistan Communications Minister, 
Sardar Abdur-Rab Nishtar, said recently 
that so far his country had received less 
than half the normal supplies of coal for 
firing locomotives from India. He com- 
plained that many days passed with no coal 
imports at all. They had tried conversion 
to oil-burners, and were running oil-burn- 
ing locomotives on the Karachi-Rohri line, 
but they had only three engines suitable 
for this fuel. 

The Minister said that staff, also, had 
been a most serious problem, as_ the 
majority of the Muslim staff in India, who 
had elected to serve in Pakistan, had not 
arrived on time. Over 100,000 of them were 
held up for weeks in East Punjab and else- 
where. Most of them had now arrived 
by sea via Bombay, but it was a lengthy 
process as they had not many ships. 


India-Pakistan Communications 

There was a complete breakdown of rail 
communications between India and Paki- 
stan for some time after the two Dominions 

came into being. The communal riots 
made it impossible for the North Western 
and the Eastern Punjab railways to run 
trains across the border. As already re- 
ported in The Railway Gazette, the “ Fron- 
tier Mail” was the only train running over 
the territories of the two Dominions during 
the weeks that followed partition; and this, 
too, had to be cancelled because the non- 
Muslim crews from India would not go 
beyond the border at Atari, and the 
Muslim crews from Pakistan would not 
cross into India. 

After an interval, the running of goods 
trains was resumed to meet the North 
Western Railway’s urgent requirements of 
coal. Two coal trains a day from India 
to Pakistan, and an occasional goods train, 
were a regular feature during November. 

From December 1, an inter-Dominion 
parcel express, with a scheduled run of 
about 48 hr. between Peshawar and Delhi, 
was revived. Exchange of passengers, ex- 
cept refugees, had not up to that time been 
possible by rail, nor had sufficient con- 
fidence been established to allow free 
movement between the two Dominions. 


UNITED STATES 


Northern Pacific Cut-off Opened 

The new Salem cut-off of the Northern 
Pacific in western North Dakota was 
brought into use on December 3 last year. 
A saving of 9:3 miles is effected in the 
journey from New Salem to Glenullen, 
and the gradient is reduced from 1 per 
cent. to 0-45 per cent. Work on the new 
line, which has cost $2,750,000, was begun 
in April, 1946, but although the formation 
was completed in October, 1946, the open- 
ing had to be delayed until steel could be 
obtained for the construction of five 
bridges on the cut-off route. 
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Nanking-Shanghai 
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Railway System 


Amalgamation of four railways serving an important 


industrial and 


agricultural 


area of China 


(By a Correspondent) 


THE Nanking-Shanghai_ Railway, the 

Shanghai-Hangchow-Ningpo Railway, 
the Soochow-Kashing Railway, and the 
Nanking-Kiangsi Railway. four single-track 
standard-gauge railways, were  amal- 
gamated, soon after the reoccupation of 
Shanghai by the Chinese Government, to 
form the Nanking-Shanghai Railway 
system. The history of these four rail- 
ways probably has been as eventful as tha: 
of any other railway in the world. 

The construction of the Nanking- 
Shanghai Railway was begun in 1903 and 
completed in 1908. The railway was 
damaged heavily in the fighting between 
China and Japan in 1932; and, in 1937, 
lengths of the line were torn up, many 
stations were bombed, and all rolling- 
stock was removed to Central China. 

The Shanghai-Hangchow section of the 
Shanghai-Hangchow-Ningpo Railway was 
built in 1908. Completion of the line to 
Ningpo was contemplated in 1914, but was 
frustrated by the first world war. Work 
on that section was resumed in 1936, and 
was nearing completion in 1937, when 
war broke out between China and Japan. 
During the war the section from Siaoshan 
to Ningpo was destroyed. but the 1.072-m. 


Hangchow, remained intact. The bridge 
at present is in a precarious condition, and 
now carries only restricted traffic to the 
Chekiang-Kiangsi Railway. 

The steel for the bridge over the 
Tsaongo River (two spans of 104-1 m. 
each). midway between Hangchow and 
Ningpo, was en route to China from 
Europe in 1914 and was lost at sea. In 
1937, steel for the same bridge, altered to 
4 spans of 51-9 metres each, was awaiting 
shipment from Shanghai to Ningpo. It 
was seized by the Japanese and again 
became a total loss. 


Stations Demolished during War 

The Soochow-Kashing Railway was 
built by the Nanking-Shanghai Railway 
Administration in 1935, as a national de- 
fence measure, to enable military traffic to 
by-pass Shanghai. The railway was lost 
to the Japanese in 1937, and now has been 
completely demolished. The railway, 74 
km. in length and having 99 bridges or cul- 
verts, is remarkable for the fact that it 
was constructed in four months and sur- 
vived for less than two years. 

The Nanking-Kiangsi Railway (655 km.) 
was a projected extension of the Kiang- 
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Sunchiapu. Before war broke out in 1937, 
339 km. of this line had been completed 
and opened to traffic. During the Japan- 
ese occupation, most of the line was torn 
up, and only the 106 km. from Nanking 
to Wuhu was operated, After the 
Chinese Government resumed conirol, 
operation of the Nanking-Wuhu section 
was continued until January, 1946, when, 
in order to provide materials for urgeni 
repairs on the Tientsin-Pukow Railway, 
the track on that section also was re- 
moved. 

The Nanking-Shanghai and the Shang- 
hai-Hangchow-Ningpo Railways were the 
first railways in the second world war to 
show what railways could do despite aeria/ 
bombardment. Traffic on both lines was 
reduced by Japanese bombing to a mere 
trickle, but the Japanese never closed these 
lines for any length of time, until their 
ground forces actually took possession. 
Before that occurred, all rolling stock was 
removed, bridges were demolished, and 
long lengths of track were torn up. 

The tragedy of the outbreak of hos- 
tilities in 1937, from a railway point of 
view, was that it came at a time when 
the railways were beginning to prosper after 
many lean years. Both railways had just 
been refinanced, and plans had been 
worked out for relaying, for the installa- 
tion of modern signals, and for the pro- 
vision of additional rolling stock. The 
credit of the railways had never been 
higher than it was at that time. 

When the Chinese Government resumed 
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control eight years later, the Siaoshan- 
Ningpo section, part of the Nanking- 


Kiangsi Railway, and the Soochow-Kash- 
ing Railway had all disappeared, together 
with approximately 40 km. of branch line. 
The total loss in length of track 
amounted to 581 km. 
Deterioration under Japanese 

During the war, the Japanese operated 
the line from Hangchow to Shanghai, 
from Shanghai to Nanking, and from 
Nanking to Wuhu, but they did the mini- 
mum of maintenance. The Chinese 
Government found, on resuming control 
of these lines, that 60 per cent. of the 
sleepers were useless, that long lengths of 
rails were unserviceable, that many build- 
ings needed repairs, and that signals were 
out of order if they had not been entirely 
demolished. The position with regard to 
locomotives and rolling stock was equally 
serious. Approximately half the loco- 
motives and coaches, and large numbers of 
wagons, were found to be unserviceable. 

V-J Day brought with it a rapid in- 
crease in passenger and goods traffic. The 
docility, as against their previous arro- 
gance, of the 6,000 odd Japanese staff, to- 
gether with the fear of unemployment and 
punishment of the 27,000 Japanese-em- 
ployed Chinese staff and labour, were of 
little assistance to the handful of men 
flown from Chungking to take over the 
administration of the railway. The diffi- 
culty of taking over was further increased 


by the thousands of Japanese-employed 
staff and labour who stirred up labour 
troubles, victimised passengers. and 


created a black market in railway tickets. 

But slowly, the work was taken in hand. 
The undesirable elements amongst the 
Chinese staff and labour, who had been 
employed by the Japanese, were weeded 
out by December, 1945, and _ practically 
the entire Japanese staff was repatriated 
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before the end of March, 1946, as replace- 
ments arrived from Free China. 

The rapid increase in traffic which de- 
veloped from V-J Day was difficult to 
handle. With little more than half the 
pre-war seating capacity, the railway had 
to accommodate a gradual increase from 
14 times to twice the pre-war number of 
passengers. The following is a compari- 
son of traffic conditions :— 

Monthly averages 


July, 1935, July, 1936, January to 
to to December, 
June, 1936 June, 1937 1946 
Kilometrage 
operated 840 840 525 
Number of pas- 
sengerscarried 1,327,793 1,401,474 2,491,119 
Passenger-km. 106,458,655 119,860,372 310,973,233 
Number of tons 
carried , 222,866 306, 100 284,598 
Ton-km. 40,688,764 53,684,090 48,384,758 


To cope with the increased traffic, the 
railway administration was able, in spite 
of the difficulty of obtaining supplies and 
materials, to effect: 

(a) The replacement of 200,000 sleepers, 
or about 25 per cent. of the main line: 

(b) The replacement of 400 tons of rail, 
or less than 1 per cent. of the main line: 

(c) The repainting of 44,000 sq. m. of 
steel bridges, or 90 per cent. of the total: 

(d) The provision of 30,000 cu. m. of 
ballast, or over 40 per cent. of the ballast 
required; 

(e) The increase of available rolling stock 


by proper repairs, as follows:—engines 
from 66 to 112 (including 14 from 
U.N.R.R.A.); coaches from 190 to 360: 


and wagons from 1,800 to 2,200 (including 
374 from U.N.R.R.A.); 

(f) The reconditioning of the hot water 
wash-out plant in Shanghai, and the 
softening of the water supply all along 
the line: 

(g) The purchasing of 50 second-hand 
passenger coaches from U.S.A.; 


Protection Against Shocks from Welding Equipment 


Relay device reduces voltage to safe level on breaking arc, 
but provides immediate restoration when welding is resumed 


I] | has long been realised that, under ad- 
verse conditions, the changing of the 
electrode or the handling of the electrode 
holder on a.c. transformer-type electric arc 
welding plant can be unpleasant, not to 
say, dangerous. The reason is the rela- 
tively high open-circuit voltage—usually 
in the nature of 80 or 100 volts—and the 
fact that alternating current has a “ freez- 
ing” effect on the muscles of the person 
concerned, ‘ 

The solution is to fit some device which 
will reduce the voltage automatically to a 
figure low enough to be perfectly harm- 
less within a short period after the break- 
ing of the are. Obviously the drop in 
Voltage must not be instantaneous, since 
this would have an adverse effect on the 
weld:'ng performance, and it is an essential 
requirement of such a device that welding 
should not be interfered with in any way. 
The full voltage, however, must be imme- 
diately available again to strike arc. In 
addition, separate leads, controls, and so 
on must be avoided since time must not be 
lost in the operation. To meet these re- 
quirements, Murex Welding Processes 
Limited has perfected a simple piece of 
apparatus which is known as the Murex 
Safety Device for A.C. Welding Equip- 
ment, 

[he unit comprises a timed relay which 
Operates in such a manner that within a 


fraction of a second after the termination 
of a welding run, the voltage at the elec 
trode holder is reduced automatically from 
the normal 80 or 100 volts to approxi 
mately 30 volts, which is considered safe 
under even the most adverse conditions. 
The functioning of the device is completely 
automatic, and does not require any special 
techn:que or manipulation on the part of 
the welding operator. 


Method of Working 

The unit is applied in the secondary cir 
cuit of the transformer, that is, between the 
output side of the self-contained trans- 
former or choke and the electrode holder. 
The effect of breaking the arc is to set a 
timed relay in operation. At the end of a 
fraction of a second the relay opens, 
breaking the relay circuit and introducing 
an auxiliary circuit. The voltage at the 
electrode holder is then 30 volts. 

To begin welding again, the electrode is 
touched to the work in the normal way. 
This has the effect of causing the auxiliary 
circuit to close the relay instantly. The 
full welding voltage and current therefore 
are immediately available; the arc can be 
drawn and welding continued. 

The unit is small, compact, and robust. 
It can be attached to the tank of the self- 
contained electric arc welding transformers 
or to the reactance coils; or alternatively 
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(h) The extension and reconstruction of 
the railway wharf, and the laying of 250 
m. of additional siding for unloading 
rolling stock and railway materials arriv- 
ing from abroad; 

(i) The improvement -of signals at 61 
stations; 

(j) The extension of the terminal yards 
at Nanking, Shanghai, and Zahkou; and 

(k) The laying of 161 km. of telephone 
line. 

On the Nanking-Shanghai line, it had 
become possible by 1947 to run 30 pas- 
senger trains a day, as against 10 under 


Japanese administration; and on_ the 
Shanghai-Hangchow line, 19 trains a day, 
compared with 4 by the Japanese. The 
seating capacity available had been in- 
creased from 11,000 to 30,000 on the 


Nanking-Shanghai line, and from 3,000 to 
11,800 on the Shanghai-Hangchow line. 


Trathc Potentialities 
potential business value of this 
railway system must not be underesti- 
mated. It connects the national capital at 
Nanking with the great port and business 
centre of Shanghai; and it serves the fer- 
tile region of the Yangtze delta. It seems 
inevitable, therefore, that this system must 
become one of the main trade routes into 
China. There is £3,954,720 of British 
capital invested in the Nanking-Shanghai 
and the Shanghai-Hangchow-Ningpo Rail- 
ways. 

The Nanking-Shanghai system is under 
the direction of Mr. Y. S. Chen, who has 
with him Mr. Y. H. How, Associate 
Managing Director & Superintendent of 
Transportation; Mr. F. H. Chen, Associate 
Managing Director & Chief Mechanical 
Engineer; and Mr. S. Y. Tseng, Associate 
Managing Director & Chief of Business 
Department. Mr. K. F. Mok is Superin- 
tendent of Accounts & Audit, and Mr. 
F. C. Mei is Chief Engineer. 


The 


it can be treated as either portable or for 
wall mounting. It requires the minimum 
of attention in the way of maintenance or 
adjustment. 

Production of this component has begun 
already. It is expected to be in demand 
particularly where welding is carried out 
in the open. or on structural work. The 
unit is especially useful in confined spaces, 
and may come to be regarded as essential 
where native labour is employed abroad. 


RAILWAY BENEVOLENT INSTITUTION.—The 
board of the Railway Benevolent Institu 
tion at its meeting on January 21 granted 
annuities to seven widows and 13 mem- 
bers, amounting to £342 14s., from the 
general funds of the Institution, and sanc- 
tioned grants from the special benevolent 
fund amounting to £199 to 16 applicants. 


FURTHER TEMPORARY RATES INCREASE IN 
U.S.A.—On December 31 the Institute of 
Commerce Commission authorised a 
further increase of 10 per cent. in rates on 
the United States railways. The order ts 
a temporary one, valid until June 30. By 
that time the commission hopes to have 
completed its study of the application from 
the railways for a permanent 30 per cent. 
increase in charges. This is the second 
temporary increase of 10 per cent. granted 
in recent months, an earlier one having 
been made on October 7, 1947, as reported 
in our October 17 issue. The latest ad- 
vance brings rates up to 20 per cent. above 
their level on October 1 fast. 
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apid Transit System 


Development of the system between 1907 and 1938 


T HE rapid transit system of Philadelphia, 

which is owned by the municipality 
and operated by the Philadelphia Trans- 
portation Company. consists of four high- 
speed underground and elevated routes. 
These are shown on the accompanying 
diagram, and consist of the Market-Frank- 
ford Division, comprising 13 route-miles 


with 26 intermediate staiions, covered in 
44 min.; the Broad Street Division, of 8 
miles, with 17 intermediate stations, tra- 
versed in 26 min.; the Ridge-8th Division, 
14. miles, with 3 intermediate stations, 
covered in 54 min.; and the 24-mile Cam- 
den line of the Delaware River Joint Com- 
mission, which works over the Delaware 


































sexx LINES IN SUBWAY 
—— ELEVATED OLNEY AVENUE 
e 
INTE: « 
(0 INTERCHANGE STATIONS _ FRANKFOR, 
© STATIONS , 
oe © BRIDGE 
HUNTING PARK © - 
ROOSEVELT BOULEVARD) # penne y 
” ERIE AVENUE O CHURCH 
ALLEGHENYQ IL ae od PERIE-TORRESDALE 
N. PHILADELPHIA © _ PH14 TIOGA 
W  DAUPHIN- PALLEGHENY 
© SUSQUEHANNA SOMERSET 
york- HUNTINGDON 
DAUPHIN oj 
OBERKS att 
S w 
ww, GIRARD O P o% o 
re hy ® FRANKFORD 
= ELEVATED 
é a, 
MARKET ST. ya MO 
ELEVATED AND SOs": c RA vei 
SUBWAY 4 od RIDGE AVENUE uv - : OCITY HALL 
SOUTH, J SUBWAY z: Re “em BROADWAY 
BROAD ST Tasker) ELLSWORTH- SO/SouTH STREET 
SUBWAY MORRIS { 
SOUTH 
pHILADEL py, , 








Subway and elevated lines of the 25-mile rapid transit system of 


Phila 


delphia 


January 30, 1948 


River Bridge, with one _ intermediate 
station, and has a journey time of 7 min. 
The route-mileage is thus 25, and the 
track-mileage is 50, for all the lines are 
double track. The system carries an aver- 
age daily total of some 750,000 passen- 
ers. 
. The Market Street subway-elevated was 
opened from 69th Street to 15th Street 
on March 4, 1907. The service was ex- 
tended to 2nd Street on August 2, 1908; 
and to South Street on October 4, 1908, 
Construction of the Frankford Elevated 
line was begun on September 11, 1915, by 
the City of Philadelphia, but work was 
delayed by the 1914 war and by political 
differences, and the railway was not com- 
pleted until 1922. Unified subway-elevated 
service from Bridge Street to 69th Street 
was inaugurated on November 5, 1922. 
The service between 2nd Street and South 
Street was abandoned on May 8, 1939. 

The Broad Street Subway system also 
was begun in 1915, but was not opened 
until September 2, 1928, from Olney to 
City Hall; extended to South Street on 
April 20, 1930; and to Snyder Avenue on 
September 18, 1938. 

The Ridge-8th Subway, which is a spur 
connecting the Market Street and Broad 
Street systems, was inaugurated on Decem- 
ber 21, 1932. 

The Delaware River Bridge Line was 
opened June 7, 1936, from 8th and Mar- 
ket Streets, Philadelphia, to Broadway 
Station in Camden, New Jersey. 

The total rolling stock is 541 cars, of 
which the Market-Frankford Division uses 
315. They are all equipped with motors, 
and trains can be operated by one motor- 
man from any cab in the train. Miultiple- 
unit door control permits opening and 
closing, by one conductor, from any cab 
on the side where doors are to be mani- 
pulated. Automatic air brakes are con- 
trolled electrically and pneumatically. 








Electrification Programme in South Africa 


New works will increase the already high 
proportion of traffic handled by electric power 


HE South African Railways are plan 
ning to spend £17,000,000 on electrifi- 
cation. Electric traction is playing such an 
important part in the thickly populated 
areas, Where traffic density justifies large 
capital costs, that eventually it will replace 
steam at such places as the Witwatersrand. 
Pretoria, Cape Town, and Durban. New 
sections of line to be electrified include the 
Bellville-Touws River line through the 
Hex River Mountains, and various sections 
in the Reef-Vereeniging area. The long- 
range policy includes electrification of the 
Nata! main line between Volksrust and 
Germiston. So comprehensive is this pro- 
gramme that a separate organisation under 
the Chief Electrical Engineer has been 
established, with headquarters at Lang- 
laagte, to undertake the work under the 
supervision of an assistant chief electrical 
engineer. 
Supplies of equipment from overseas in 
recent months include ten electric loco- 
motives rated at 2,800 h.p. for hauling 
heavy goods and passenger trains. Another 
18 are on order, and delivery of these is 
expected within the next six months. These 
‘locomotives will be used eventually on the 
Reef; but four have been allocated tempor- 
arily to the Natal system to haul fast pas- 
senger services. 
During 1947 electric traction in the 


Union broke all passenger and freight- 
carrying records. Though only 9 per cent. 
of the total rail network in the Union was 
electrified, and only 8 per cent. of the total 
motive power was electric, at the end of 
March last year electric units had covered 
more than a quarter of the total mileage 
recorded. and had carried 80 per cent. 
of the passengers, chiefly suburban. 

With the addition of only 10 new motive 
power units since 1939, electric traction 
has handled an exceptional volume of 
traffic and set up new records in three pro- 
vinces. In 1947, 4,821,609,241 ton-miles 
were recorded in Natal, compared with 
4,631,694,384 in 1946; in the Transvaal, 
1,519,253,576 as against 1,447,522,948; and 
in the Cape, 641,451,867 as against 
535,490,340. 

Electrification on the Witwatersrand, the 
main passenger and goods centre, is being 
carried out as rapidly as possible. Goods 
roads have been electrified already at 
Luipaardsvlei, Florida, and Maraisburg, as 
well as the yards at Angelo and Langlaagte. 
These projects are now in full operation. 
Work is proceeding at Robinson and 
Roodepoort, where station foundations are 
complete. Satisfactory progress is being 
made with the work on the Crown-Lang- 
laagte, Germiston-Elsburg, and Germiston- 
Jupiter sections. In each case the founda- 


tions and steelwork are complete, and in 
two sections good progress has been made 
with the wiring. Electrification of the 
Randfontein-Welverdiend and Nancefield- 
Midway-Bank sections is also proceeding 
satisfactorily. 


ELECTRIFICATION IN SICILY.—A beginning 
has been made with electrifying the Messina 
to Palermo, and Messina to Syracuse main 
lines. This is part of the Italian State 
Railways electrification programme, which 
was outlined in our August 15, 1947, issue. 
The preliminary work now under way com- 
prises an increase in the headroom of 
tunnels on the Palermo main line. 


ELECTRIFICATION PROGRESS IN ITALY.— 
With the forthcoming opening of a sub- 
station at Empoli, electric traction will be 
introduced on the 504-mile line from Pisa 
to Florence. The Italian Ministry of 
Transport stated recently that as soon as 
this work had been completed, electrifica- 
tion would be undertaken of the line from 
Empoli to Siena, which is 39 miles in 
length. At the end of last year electrifica- 
tion was restored on the 31 miles of the 
Bologna to Ancona line between Bologna 
and Faenza. The whole line is 126} miles 
in length, and was stripped of its electric 
overhead equipment by the Germans. At 
the same time the first step was taken to- 
wards providing an electrified eastern route 
between Rome and Naples, via Casino. 
by electrification of the 18 miles of line 
from Rome to Albano. 
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Class “ A15” Market-Frankford car ; 47 seats, total capacity 








’ class car, seating 48 and accommodating 168 passengers in all 
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Electrification of the Italian State Railways—3* 


Particulars of a.c. and d.c. locomotives, and of 
the latest types of railcars and streamline trains 


By Lt.-Colonel A. C. Ping 


Af the conclusion of the last instal- 
ment the writer reviewed the various 
types of substation for frequency conver- 
sion. In the rigid groups of machines 
the power transmitted between the two 
systems is proportional to the values of 
the two frequencies. The so-called 
“flexible” groups meet the demands of 
connection between systems of varying 
frequencies. in a far more satisfactory 
manner. In these groups, the power trans- 
mitted remains constant, notwithstanding 
variations of frequency on one or both 
systems. 

These groups are more complex, as 
they comprise one asynchronous machine, 
one synchronous machine, one three-phase 
commutator machine of the Scherbius type, 
and a small auxiliary frequency converter. 
In addition, a three-phase auxiliary ex- 
citer, with its asynchronous motor, is added 
frequently between the two latter machines, 
for the purpose of improving the efficiency 
of the whole -installation. These conver- 
sion groups between frequencies of 42-45- 
50 cycles will no longer be used in future, 
now that the 50-cycle frequency has been 
chosen as standard. 

Lastly, the punpose of substations having 
synchronous groups is to regulate the volt- 
age on long high-tension transmission lines. 
and at the same time to improve the power 
factor. Equipment is made up of syn- 
chronous motors furnished with an 
asynchronous starting motor, and a com- 
bination of switchgear to permit automatic 
operation. 

Locomotives used for d.c. at 650 V., 
third rail, and for a.c. three-phase at 
10,000 V., 45 cycles, will not be described 
here, the former being few in number and 
used mostly for.suburban services; and the 
latter being no longer in service. The 
review, therefore, will consider the a.c. 
three-phase types at 3,700 V., 16-7 cycles, 
and the d.c. 3,400-V. types, which make 
up the greater part of the I.S.R. electric 
locomotive pool, omitting classes which 
were used only at the beginning, and which 
today are only of historical interest. 


Three-Phase Locomotives 

* £550” class —Used for working heavy 
trains on very steep gradients. Wheel 
arrangement, 0-10-0; adhesion weight, 65 
tons; total weight, 65 tons; 2 motors of 
750 kW. each; 2 speeds—50 km.p.h. with 
parallel motors, 25 km.p.h, with motors in 
cascade. The starting resistance is of the 
liquid type. The transmission of power 
from motors to axles is by means of 
triangular connecting rods. ; 

“E551” class—This is a similar type 
to the foregoing, but more powerful 
(2,000 kW. instead of 1,500 kW.) and 
heavier (75 tons instead of 65). 

* E330” class—For heavy and _high- 
speed passenger trains; wheel arrangement, 
1-C-1; adhesive weight, 45-50 tons; total 
weight, 73 tons. The transmission of 
power is by means of triangular connect- 
ing rods. The two 1,000-kW. motors are 
each capable of direct feed by three-phase 
line current, in which case they have eight 
poles; or by two-phase current obtained 
through a  Scott-connected transformer, 
when they have six poles. By changing the 
number of poles, and parallel or cascade 
and 2 of this article appeared in our 


* Parts 1 
October 10, 1947, and December 5, 1947, issues 


connection, four speeds are obtained— 
37-5, 50, 75, and 100 km.p.h. The start- 
ing resistance is of the liquid type. 
“E331” and “E332” classes —These 
two types are similar, though differing in 
electrical equipment, and are used for 
drawing high-speed passenger trains on 
level lines. Wheel formation, 4-6-4 (three 
coupled axles, with two-axle bogies at each 
end). Adhesion weight, 48 tons; total 
weight, 92 tons; four speeds—37°5, 50, 75, 
and 100 km.p.h. These speeds are 
obtained in a different way in the two 
types of locomotives. The * E331” class 
uses a change in the number of poles (six 
or eight), and parallel or cascade coupling. 
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motors of a total of 1,600 kW.. and four 
speeds—25, 37:5, 50, and 75 km.p.h, 
obtainable by variation of the number of 
poles (eight or twelve), and parallel or cas- 
cade connection. 

“E552”  class——Suitable for goods 
trains. Mechanically the same as 
“ E551,” and electrically as “ E333.” Like 
the latter, they have only one driving 
cabin. The wheels are smaller than those 
of the “E333” class, the four speeds 
being 16, 25, 35, and 50 km.p.h. 

“E554” class—Used for goods trains 
and mountain services. Mechanically 
similar to “ E551,” and has two motors 
of 1,000 kW.. each with eight poles, which 
may be connected in parallel or in cascade, 
thus enabling speeds of 50 and 25 
km.p.h. to be obtained. Weight, 76 tons, 

“E432” class—Designed for heavy 
passenger trains travelling over steep 
gradients. The wheel formation is similar 
to that of “E431.” The collectors are of 


Direct-current electric locomotive of Class ‘‘ E424” 


It should be noted that cascade operation 
is obtained by connecting the rotors to- 
gether electrically, which at starting causes 
the stator on the second motor to be con- 
nected to the starting resistance. In order 
to avoid the voltage at the resistance 
equalling the voltage on the line, there is 
a change-over switch for connecting the 
stator of the second motor in delta instead 
of star when the motors operate on eight 
poles, and are placed in cascade. 

In the “ E332” class the four speeds are 
obtained in a more complicated way. The 
variation of the number of poles is still 
used, and also parallel cascade coupling, 
but, in addition, the first motor works as 
a phase transformer. In both types of 
locomotive the starting resistance is 
meta'lic. 

“E431” class—This was _ designed 
because it was found from experience that 
the power of “E330” locomotives was 
greater than their adhesion weight. It was 
used for the same service as “ E330,” and 
it is identical to it electrically, though 
stronger and heavier. Wheel formation, 
2-8-2; adhesion weight, 65 tons; total 
weight. 92 tons. 

“ E333” class—Specially suited for 
slow and through trains on level lines. 
They are no different from the “E330” 
class mechanically. One characteristic 
peculiar to the type is that it has only one 
driving cabin, at one end. There are two 


the pantograph type, which are, therefore, 
different from the collectors on the other 
locomotives mentioned already. Four 
speeds, of 37:5, 50, 75, and 100 km.p.h., 
the first of which is obtained by cascade 
coupling of the eight-pole motors, the 
second by twelve poles fed by a two-phase 
supply, the third by eight poles fed by 
six-phase, and the fourth by six poles fed 
by four-phase. The total power of the 
two motors is 2,200 kW. Total weight, 
93 tons, 


D.C. 3,000-V. Electric Locomotives 


Technical and economic reasons have 
prompted the Italian State Railways to 
limit the different types of locomotives to 
a minimum number compatible with the 
various categories of trains, and to plan, 
as far as possible, for their being made up 
from parts and machinery of the same kind 
- all types, and therefore interchange- 
able. 

With regard to mechanical paris, the 
frame and body strength of the  loco- 
motive necessarily must differ from one 
type to another, according to the character- 
istics of the wheel arrangement. These 
differences, however, are encountered in 
parts which are not subject to wear and 
tear, and therefore not liable to replace- 
ment. All other parts are common to the 
different types of locomotives. Thus, 
there are two types of axles, three types 
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of axle bearings, and three types of sus- 
— springs, but only one type of 
bogie 

As ‘for the electrical components, there 
is only one type of pantograph, control 
board and pneumatic relay tor the control 
of the contactors, cams, combiners and 
reversers; two types of electro-pneumatic 
contactors; and three types of motor- 
generator groups used for auxiliary 
services. 

Lastly, there is only one main type of 
dic. motor, with the exception of a second 
type used in lower-power locomotives and 
electric railcars operating on secondary 
lines. The standard motor has a one-hour 
rating of 350 kW. and a continuous power 
of 315 kW. The normal supply voltage 
is 1.500 V., but it may be fed at 2,000 V. 
It has four main and four auxiliary poles, 
and weighs about 3} tons. There are five 
types of d.c. locomotives, “* E424,” “ E626,” 
* E326," “E428,” and the post-war 
“ F636.” 

“E424” class—Designed for light ser- 
vice. The wheel arrangement consists of 
two 2-axle bogies, each with two nose- 
suspended motors. The total weight is 72 
tons, all being available for adhesion. The 
total power at the I-hr. rating is 1,400 kW. 
(1,260 kW. continuous power). Maximum 
speed is 95 km.p.h., or, at the 1-hr, rating, 
40-90 km.p.h., according to the transmis- 
sion ratio, which varies from a minimum 
of 76:30 to a maximum of 77:20. 

“F626” class.—Designed for goods and 
passenger services on mountain lines. 
Owing to their smooth running, even at 
over 75 km.p.h., they are also used for 
passenger services on lines with slight 
gradients besides all goods services. The 
wheel arrangement consists of three 
2-axle bogies, each with two _ nose-sus- 
pended motors. Total weight is 96 tons, 
all being adhesion weight. The power at 
the I-hr. rating is 2,100 kW. and the con- 
tinuous power is 1,890 kW. Speeds are 
the same as for the “ E424 ” class. 

The post-war “E636” locomotives are 
very similar to the “E626” class. Par- 
ticulars have been given in The Railway 
Gazette of September 6 and 20 and 
October 18, 1946, and the locomotives were 
illustrated in the first instalment of this 
article, in the October 10, 1947, issue. 

E326” class.—Designed for fast, light 
passenger trains on level lines. The wheel 
arrangement comprises three driving axles 
and two 2-axle bogies. There are six 
motors, two for each driving axle. The 
motors are mounted on the frame, and the 
transmission of power is effected elastically 
by means of a hollow shaft and radial 
cambered springs. Total weight is 112 
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tons, and adhesion weight 58-5 tons. The 
maximum speed is 150 km.p.h., and the 
speeds at the lI-hr. rating are 80 or 90 
km.p.h., according to transmission ratios of 
104:28 or 98:34. 

** F428” class—-Used for heavy, fast 
passenger trains on lines with heavy 
gradients. The wheel arrangement com- 
prises four driving axles and two 2-axle 
bogies. There are eight motors, two for 
each driving axle, with the same suspen- 
sion as that of the “ E326” class. Total 
power at the I-hr. rating is 2,800 kW., 
and the continuous power is 2,520 kW. 
The total weight is 128 tons, and 
adhesion weight 74-8 tons. The speeds are 
the same as those for the “ E326” class. 


Lightweight Railcars and Trains 

Operation of the following types of ser- 
vice is to be undertaken by electric rail- 
cars :— 

(a) Fast services on_ electrified 
carrying a medium flow of traffic. 

(b) Local services on electrified lines 
carrying a heavy flow of traffic, and on 
secondary electrified lines of a suburban 
character having frequent stops. 

(c) Special high-speed luxury services. 

Three basic types of lightweight fast 
trains have been created for these services, 
namely :— 

(1) Electric railcar without trailer, suit- 
able for multiple-unit operation and used 
for long-distance, semi-fast services, and 
for slow services with fairly infrequent 
stops. 

(2) Block trains comprising two electric 
railcars and a middle trailer, used for sub- 
urban services. 

(3) Electric trains (Elettro-treni) used for 
high-speed luxury services. 

The electric railcars are all roughly of 
the same type, though they can be divided 
into three groups, according to their 
exterior shape :— 

Ist Group.—Streamline ends. 

2nd Group.—Non - streamline, and built 
for intercommunication between vehicles 
in case the train formation necessitates it. 

3rd Group.—One streamline end and 
one with intercommunication, 

All these electric railcars can travel as 
trains of up to three cars, controlled from 
one driving cab. Their weight is roughly 
35 tons (excluding passengers and bag- 
gage), and total length between buffers is 
approximately 220 ft. They are powered 
by four special 1,500-V. motors. These 
cars are designed specially for fast trains, 
giving a total continuous power of 300 kW. 
and a power at the 1-hr, rating of 370 kW. 
Maximum speeds differ from one car to 
another, because each has different gearing 


lines 


in order to meet the requirements of vary- 
ing gradients. The fastest type runs at 
150 km.p.h. Seating space, according to 
type is 40, 79, or 88. 

Electric trains (Elettro-treni) have a con- 
tinuous streamline exterior, and comprise 
three bodies mounted on four bogies. 
There are six motors, giving a total power 
per hour of 1,100 kW. and a continuous 
power of 880 kW. The weight, excluding 
passengers and baggage, is 110 tons; length 
between buffers is 3374 ft. Maximum 
speed in operation is 160 km.p.h., although 
during tests 204 km.p.h. was achieved. 
Seating space is provided for 100 pas- 
sengers. 

A restaurant service and a bar are in 


Interior of one of the latest types 
of railcar 


operation, and meals and drinks may be 
taken without the passenger leaving his 
seat by means of collapsible tables placed 
between seats. 

Owing to the very high speed the 
windows cannot be opened. Ventilation is 
supplied by means of special air-con- 
ditioning plant, whereby warm air filters 
through in winter and cool air in the 
summer. The seats can be arranged in two 
positions, one being vertical and the other 
reclining. Power is transmitted from the 
motors to the axles, both in electric railcar 
trains and in the Elettro-treni, by means of 
a pinion, intermediate gearing, a lantern 
gear hollow shaft, and an elastic radial 


spring device, 
(Concluded) 


Combe reconditioned since the war for electrified main-line services 
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London Midland Region Engine Shed Roofs in 
Precast Reinforced Concrete 
A considerable degree of standardisation has been achieved in 


the design of concrete units for 


“eé 


straight”’ and ‘“‘ round” sheds 


Special wagons carrying smoke-trough units 


EVEN in normal times, engine shed 

toofs are subject to more rapid 
deterioration than other railway buildings, 
for the reason that a steamy sulphurous 
atmosphere attacks most types of building 
materials. In 1939, the condition of some 
of the sheds on the L.M.S.R. was such 
that their renewal would be necessary very 
shortly, but this work was held up by 
the war. The more intensive use of en- 
gine sheds arising from heavy war traffic 
accelerated the deterioration of the roofs 
still further. As the efficient working 
of motive power depots was considerably 
hampered by the absence of watertight 
coverings, the L.M.S.R. was forced, there- 
fore, to reconsider the question of re- 
newal at a time when both labour and 
materials were in short supply. 

The roofs reconstructed before 1939 
were carried out to a more or less standard 
design, which was satisfactory on the 
whole, providing deep continuous timber 
smoke troughs open at the top for their 
full length with segmental corrugated 
asbestos cement fixed some distance above 
the opening. Glass in timber glazing bars 
on each side of the troughs provided 
adequate natural lighting. As this design 
was basically a timber one, it was im- 
possible to carry it out under wartime con- 
ditions, and a satisfactory substitute had 
to be found. 


Concrete Replaces Timber 


The use of reinforced concrete in en- 
gine shed roofs had been explored before 
the war, and a tentative design of roof 
constructed in situ had been prepared. 
Although there had been considerable ex- 
perience of the use of in sifu precast con- 
crete for work of this nature, this method 
could not be used during the war, as the 
timber required for the formwork was 
nearly as much as that required for the 
pre-war design. The only alternative 
appeared to be the use of precast units. 
These offered the further advantage of 
casting and curing the concrete under fac- 
tory conditions, and reduced the time of 
construction on the site, thus giving the 
least interference with the working of the 
depot. 

As the timber design referred to had 
been relatively satisfactory in service, this 
was taken as the starting point for the 


new design, and a structure consisting of 
concrete units was evolved which was 
relatively simple to erect, and appeared to 
be even more efficient than the earlier 
design in disposing of the smoke. When 
the design had been developed on broad 
lines, arrangements were made for its 
smoke-extraction properties to be studied 
by means of models in the wind tunnel 
at the Research Laboratory at Derby. A 
series of tests was made, and only small 
modifications were necessary to give good 
positive extraction for all horizontal wind 
directions. 

It was considered that to obtain satis- 
factory results with the wind blowing 
along the length of the troughs, the con- 
tinuity of the early design of vent would 
have to be broken, and intermittent vents 
above continuous smoke troughs were 
proposed on the assumption that the tur- 
bulence caused by the end walls of these 
would give the necessary extraction effect. 
To meet this requirement, only half of 
each bay of the smoke trough was pro- 
vided with a vent, and the openings on 
adjoining troughs staggered to avoid the 
blanketing effect of adjacent troughs with 
a cross-wind. The tests indicated that this 
effect was obtained, but that the effect 
could be improved slightly by extending 
the intermediate cross-wall a short dis- 
tance above the roof of the vent and 
making it of greater width than the end 
walls. With a cross-wind, the extraction 
is on the venturi principle, the smoker 
trough sides being closed in at the top to 
a throat width of 12 in., maximum extrac- 
tion occurring with a wind approximately 
60 deg. to the axis of the trough. 

When the wind tunnel tests had been 
studied and the necessary modifications 
made to the design, a full-size section was 
erected in an engine shed and tried out 
under practical conditions. This indicated 
that the throat of the smoke trough was 
slightly narrow, and an increase in this 
had an appreciable effect on the rate of 
extraction. This modified width was sub- 
sequently adoped in the standard design. 

The L.M.S.R., being a composite group, 
had several types of shed, and as in most 
cases the walls, pits, and other parts were 
in relatively sound condition, the deterior- 
ation being confined to the roof, the roof 
design had to fit the remainder of the 
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structure. Basically, although there were 
minor modifications, the various types of 
shed could be reduced to three, the first 
two of which are génerally referred to as 

“straight” sheds, having parallel roads 
usually covered with a north-light roof or 
parallel roads covered with queen posts of 
a similar type, and the so-called “ round- 
house,” generally a square building with 
a turntable in the centre with radial roads 
leading off, covered by three parallel spans, 

The greater number of sheds are of the 
“straight” type. The development of the 
standard design was based on this, ie, 
parallel roads with columns in the space 
between alternate tracks, and investigation 
showed that a large amount of standardi- 
sation could be adopted in these sheds. A 
standard design requiring only seven types 
of basic precast units was adopted, the 
basic units being columns, beams, smoke 
curtains, gutters, glazing bars, vents, and 
trough cover slabs. 

The only alteration necessary to make 
this design fit a large number of sheds 
was a slight increase in the length of the 
beams and the glazing bars.. Other units 
could remain constant in length. In one 
case, where the shed varied considerably 
from the standard, it was necessary to 
provide precast slabs as filling-in pieces in 
the roof, because the width between roads 
was too great to be covered economically 
by the glazing bars. 


Turntable Cover 


When the design had been successfully 
applied to this type of roof, extension of 
the principle to the “ roundhouse” sheds 
was investigated, and it was found that it 
would be possible to achieve some 
standardisation by an adaptation of the 
basic design. The problem was compli- 
cated by the fact that the existing shed 
being square, radial roads varied in length, 
and to make the maximum use of these, 
engines were stabled in such a way that 
cover had to be provided over the turn- 
table 

As these turntables were generally be- 
tween SO ft. and 60 ft. in dia., it was 
difficult to provide a roof which would 
meet all requirements, but after investi- 
gation it was decided that it would be 
possible to frame this opening as a rect- 
angle 65 ft. by 51 ft., which could be 
economically covered by precast concrete 
tied-arch units supporting a precast con- 
crete roof. The tapered areas between the 
tracks and the roads are covered by glaz- 
ing and slabs to enable the number of 
special units to be reduced to the minimum. 

In the case of the parallel sheds, the 
new reinforced precast columns, spaced at 
16-ft. centres longitudinally and generally 
in the space between each pair of engine 
roads, are in a socket provided in an in 
situ foundation block. These carry the 
transverse beams which support the roof 
structure. When adjoining beams have 
been placed, the junction is concreted, 
using special-purpose steel forms, thus 
making the transverse beams continuous 
—although, as most of the dead load has 
been placed on them before this joint is 
made, they are designed as simple beams 
—top reinforcement being provided to 
carry any reverse moment over the 
columns. 

The gutter beams and smoke curtains 
are 16 ft. long, and are supported by, and 
fixed to, the transverse beams. The con- 
crete glazing bars span between the cur- 
tains, and the gutters thus provide strips 
of glazing varying from 3 ft. to 4 ft. 6 in. 
wide along each side of the tracks. 

The smoke curtain units are approxi- 
mately 8 ft. deep and weigh 23 tons. 
They are designed as simple beams, and 
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no attempt is made to make them con- 
tinuous after erection. Approximately 
half the length of the throat of each unit 
is closed by slabs, the other half being 
left open but made weathertight by pro- 
viding three pedestals which carry slabs 
arranged in the form of a flat V to pro- 
vide cover to the opening and increase the 
venturi extraction effect. 

The normal method of erection is to 
demolish the existing structure over two 
roads, and the erection of the new units 
is then carried out generally by a 10-ton 
travelling crane, which completes each bay 
to the full length of the shed before pro- 
ceeding to the adjoining bay. Speed of 
erection depends on local circumstances, 
but up to six panels approximately 25 ft. 
by 16 ft. can be erected in one week. 

The gutters are lined with two layers 
of bitumen felt. The tops of the smoke 
vents and the covers to the smoke troughs 
also are covered with the same material. 
The glass is fixed into the concrete bars 
with a plastic bitumen compound of 
which the bedding material is of a denser 


consistency than the pointing. The latter Top of straight shed roof during construction, showing gutters, 


is carried over the top of the bar to en- : 
sure that there is no possibility of leakage. concrete glazing bars, and vent outlets to smoke troughs 


The gutter units are laid without fall, 
but specially designed cast-iron outlets 
and gratings are fixed into these at suitable 
intervals and connected to asbestos 
cement and bitumen-dipped down-pipes, 
carried along the beams as necessary, 
gathered together, and connected to verti- 
cal stacks of pipes fixed to the columns. 


Transport of Smoke-Trough Units 

Owing to the size and design of the 
smoke-trough units, it is necessary to 
make special provision for the transport of 
these between the point at which they are 
manufactured and the site. As, normally, 
there are two pairs of units to each bay, 
a special steel frame was fixed in a 
wagon (see illustration on page 136) so that 
four units could be transported in the same 
position in which they would be when 
fixed, On arrival at the site, these units, 
fitted with a special lifting gear. can be 
hoisted straight from the wagon to their 
final position. 

While the sheds which previously had 
north-light roofs could be dealt with in 
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View of shed at Chester showing 


the rigid frame carrying the roof over four tracks 





138 


roof, where the Operating Department 
was unable to agree to the provision of 
columns in alternate roads owing to the 
restrictions on clearances these would im- 
pose. Special arrangements had to be 
made in these cases, such as making the 
transverse beam span three roads, and 
carry three instead of two smoke troughs. 
This could be done by a slight increase in 
the section of the beam, but it was not 
possible to adopt this when more than 
three roads were involved. 


Reconstruction at Chester 

In the case of one shed at Chester, 
where there are eight roads, it was 
possible only to use one row of internal 
columns. The transverse beams, therefore, 
had to span four roads. To use the 
standard arrangement of smoke curtains, 
the depth of the beams could not exceed 
2 ft. 9 in., as the level of the tops and 
bottoms of these was determined by the 
other units. In this case the problem was 
solved by providing rigid frames of two 
continuous 59-ft. spans at 16-ft. centres, 
with deep outer columns arranged outside 
the existing walls of the shed. 

The vertical and horizontal sections of 
the frame were precast separately, and in 
situ joints were made to provide full con- 


tinuity. As operating requirements pre- 
vented the use of scaffolding, the hori- 
zontal members were carried on the 


previously erected columns by structural 
steel temporary extensions bolted to the 
beam and supporting the formwork for 
the joint until the concrete had set. 

Generally, the existing walls are used to 
support the outer ends of the transverse 
beams, but in the case of one shed these 
walls were found to be in such condition 
that they were unsuitable for the in- 
creased loads. They were demolished and 
replaced by precast columns to which the 
outer ends of the transverse beams were 
connected, the space between the columns 
being closed by a brick curtain wall in 
which steel sash windows were fixed at 
intervals. 

Previous experience had suggested that 
concrete adequately cured should be 
reasonably resistant to attack from smoke 
fumes—particularly if efficient extraction 
was obtained. It was found, however, that 
coal used during the war was of inferior 
quality, and that the concrete in the smoke 
troughs was affected, particularly where 


the user was heavy. The Research Depart- 
ment recommended the application of two 
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coats of bituminous solu- 
tion to all surfaces in con- 
tact with the smoke, and 
this has proved effective in 
protecting the concrete and 
preventing condensation. 


Round Sheds 


The problem of provid- 
ing a new roof for the 
existing round sheds with 
the standards developed 
for the straight sheds was 
difficult — particularly as 
cover was required for the 
turntabie. The available 
space between the radial 
roads near the turntable 
was such that it was diffi- 
cult to find space for 
columns, and a design to 
cover the turntable was 
developed which required 
only four columns lying 
at the corners of a rect- 
angle approximately 5 ft. 
by 64 ft. Owing to the 
limited clearance, these 
columns are made of 
structural steel cased in 
concrete, and carry steel 
plate-girders similarly en- 
cased. 

The remainder of the 
roof—the sheds being 
about 180 ft. sq.—is sup- 
ported by beams arranged 
on radial and circumferential lines, the 
latter supporting the smoke curtains pro- 
vided over each road. The rectangular area 
over the turntable was covered with rein- 
forced concrete slabs and glazing, fixed in 
concrete bars supported by four precast 
concrete bow string arches of 50 ft. span, 
each of which weighs approximately 11 
tons. The tapered spaces lying between 
the radial gutters and the smoke curtains 
and glazing are filled with precast slabs 
arranged to drain into the gutters. 

The smoke curtains and the method of 
arranging extraction of the smoke area are 
on the same general lines as in the straight 
shed, and the solid portions of the roof 
are made waterproof by the provision of 
two layers of felt. The largest individual 
units handled on this job are the bow 
string arches, but, apart from these, the 
heaviest beam is 40 ft. long and weighs 
approximately 10 tons. 

The present programme provides for the 
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Straight shed during erection, showing steel forms 
in position for casting in situ joints 


reconstruction of 13 sheds of this type, 
and about 50 per cent. are sufficienily 
alike to enable the units to be made with 
only minor variations. On the remainder, 
modifications were necessary to take into 
account such factors as variation of the 
angle between the roads, effect of adjoin- 
ing sheds, or the accommodation of high 
sheer legs. The latter, in most cases, re- 
quire the portion of the roof immediately 
over them to be raised to a much higher 
level than the level of the surrounding 
areas, 

The programme, which is now nearing 
completion, covers the renewal of 28 
straight sheds in addition to the 13 round 
sheds referred to, and these sheds will ac- 
commodate 1,200 engines. 

An illustrated article on the construction 
by the L.M.S.R. of a precast concrete 
“roundhouse” engine shed forming a 
complete circle round the turntable was 
publ.shed in our November 7, 1947, issue. 
















Sir Cyril Hurcomb Inspects New Stainless- 


Steel Coach at Edinburgh 


At Waverley Station, Edinburgh, on January 14, 
Sir Cyril Hurcomb, Chairman of the British 
Transport Commission, inspected the ‘* Silver 
Princess ”’ 
coach, which was described and illustrated in our 


stainless-steel prototype composite 


issue of November 21, 1947 
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RAILWAY 


PERSONAL 


BRITISH TRANSPORT COMMISSION 

The British Transport Commission an- 
nounces the following appointments : — 

Comptroller's Department 

Mr. B. Smallpeice (Chartered Accoun- 
tant: hitherto Secretary & Chief Accoun- 
tant, Doulton & Co. Ltd.) to be Director 
of Costs & Statistics. 

Mr. Andrew Black (Incorporated Ac- 
countant; for the past 30 years 
associated wih Thomson Mc- 
Lintock & Company, chartered 
accountants, particularly in 
connection with finance of 
transpont undertakings) to be 
Director of Acquisitions. 

Mr. H. E. Osborn (Chartered 
Accountant; hitherto Audit 
Officer, London Transport) to 
be Director of Accounts. 

Mr. W. M. Hind (hitherto 
Deputy-Director of Finance. 
Ministry of Transport) to be 
Director of Funds. 

Mr. W. S. Morgan (Member 
of Institute of Chartered Ac- 
countants; hitherto a Chief 
Finance Officer, Ministry of 
Transport, lately on loan to the 
Foreign Office) to be Director 
of Audit. 

Chief Secretary & Legal Ad- 
viser’s Department 

Mr. M. A, Cameron (hitherto 
Assistant Passenger Manager, 
Southern Area, L.N.E.R.) to be 
Assistant Secretary (Traffic). 

Mr. H. J. Birkbeck (hitherto 
Assistant to Mr. A. E. Sewell 
(now Charges Adviser) for 
Road-Rail Central Conference 
matters) to be Ass:stant (Rail- 
way & General) to the Charges 
Adviser 





We regret to record the death 
on January 20 of Mr. A. B. 
Chester, B.Sc. (Eng.), M.LC.E., 
who retired last year from the 
position of New Works Engi- 
neer, Southern Railway. A por- 
trait and biography of Mr. 
Chester appeared in our issue of 
October 17 last. 





LONDON MIDLAND REGION 
APPOINTMENTS 

The following appointments 
have been announced in the London Mid- 
land Region, Railway Executive : — 

Mr. J. W. Watkins. Divisional Operating 
Manager, Crewe, to be Acting Assistant 
Chief Operating Manager, London Midland 
Region, 

Mr. W. B. Shelton, Assistant Divisional 
Operating Manager, Crewe, to be Divi- 
sional Operating Manager, Crewe. 

_Mr. A, J. D. Thomas. Assistant Divi- 

sional Operating Manager, Manchester, to 

- Assistant Divisional Operating Manager, 
rewe. 

Mr. A. H. Madden, District Operating 
Manager, Wakefield, to be Assistant Divi- 
sional Overating Manager, Manchester. 

Mr. A. F. Fielding, Assistant District 
Operating Manager, Rotherham. to be Dis- 
trict Operating Manager, Wakefield. 





Mr. R. W. Birch has been elected a 
Director, and appointed Chairman, of the 
Yorkshire Woollen District Transport Co. 
Ltd., in place of Mr. W. T. James, resigned 
from the board. 
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Mr. C. G. Page. M.C., B.A., hitherto 
Secretary & Chief Legal Adviser to the 
London Passenger Transport Board, who, 
as recorded in our December 19 issue, has 
been appointed Secretary to the London 
Transport Executive, was born in 1885. 
After taking his B.A. degree at Cambridge, 
he was called to the Bar at the Inner 
Temple in 1910, and practised as a bar 
rister until 1913, when he joined the 
Underground group of companies as Legal 





Mr. C. G. Page 


Appointed Secretary to the London 
Transport Executive 


Assistant. He served with the Border 
Regiment from 1914 to 1919, holding the 
rank of Major, and was awarded the M.C. 
On his return Mr. Page was made Legal & 
Parliamentary Officer of the Underground 
group, and held that position until the 
formation of the London Passenger Trans- 
port Board in 1933, when he was appointed 
Parliamentary Officer. In 1937 he was 
made Secretary & Chief Legal Adviser, 
and later assumed the added responsi- 
bilities of supervising Parliamentary work, 
rating, and the administration and man- 
agement of the board’s estates and surplus 
properties. 





Mr. W. B. R. Court has been appointed 
Staff Assistant to Commercial Superintend- 
ent, Western Region, Railway Executive. 





Mr. R. A. Smyrk has been appointed 
Traffic Manager (British Isles) for Thos. 
Cook & Son Ltd. Mr. F. V. Lloyd has 
been appointed General Manager of 
British Holiday Estates Limited. 
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NEWS SECTION 


SOUTHERN REGION APPOINTMENTS 

The following appo:ntments have been 
announced in the Southern Region, Rail- 
way Executive, effective from January 1}, 
1948 : — 

Mr. F. J. Wymer to be General Assistant 
to Chief Regional Officer (vice Mr. J. L. 
Harrington, appointed to the Railway 
Ex« cutive). 

Mr. H. F. Burt to be Solicitor (vice 
Mr. H. L. Smedley, appointed to the Rail- 
way Executive). 

Mr. H. C. Lang to be Assist- 
ant Chief Officer for Labour & 
Establishment (vice Mr. F, Gil- 
bert, appointed to the British 
Transport Commission), 

Mr. F. E. Campion to be 
Assistant Civil Engineer (vice 
Mr. A. Dean, appointed to the 
Railway Executive), Mr. Cam- 
pion to retain the position of 
Maintenance Engineer. 

Mr. S. B. Warder to be Elec- 
trical Engineer (vice Mr. C. M. 
Cock, appointed to the Rail- 
way Executive), 

Mr. R. G. Henbest to br 
Estate & Rating Surveyor (vice 
Mr. A. Endicott, appointed to 
the Railway Executive). 

Mr. R. E. Sinfield to be Con- 
tinental Superintendent (vice 
Mr. R. H. Hacker, appointed 
to the Railway Executive). 


Mr. A. D. Cook to be 
Treasurer. 
Mr. A. G. Dawson to be 


Assistant Treasurer. 


Mr. E. W. Belcher to be 
Hotels & Catering Superin- 
tendent. 

Mr. W. F. Griffiths to be 


Assistant Docks & Marine Man- 
ager (Acting) (vice Mr. S. E. 
Clark, appointed to the Docks 
& Inland Waterways Executive). 

Queen Wilhelmina of the 
Netherlands has conferred the 
decoration of Commander in 
the Order of Orange Nassau on 
Sir Alexander Maxwell. Chair- 
man of the British Tourist & 
Holidays Board. 

Mr. G. R. Mawson, Chief 
Assistant to the Commercial 
Superintendent, and Mr. James 
Campbell, Inspecting Engineer, 
Way & Works Department, B.A. Great 
Southern Railway, retired on December 31. 





Mr. R. C. Bond, M.LC.E., M.1.Mech.E., 
M.I.Loco.E., who, as recorded in our 
January 9 issue, has been appointed Chief 
Officer (Locomotive Construction & Main- 
tenance) to the Railway Executive, has 
hitherto been Deputy Chief Mechanical 
Engineer, L.M.S.R. He was educated at 
Tonbridge and served his. apprenticeship 
and pupilage at Derby Locomotive Works 
from 1920 to 1925. He was for three 
years in charge of the inspection of loco- 
motives under construction for the 
L.M.S.R. by locomotive-building firms, and 
in 1928 was appointed Assistant Works 
Manager at the Vulcan Foundry Locomo- 
tive Works. During that time he was 
sent to India to supervise the erection of 
the mechanical parts of electric locomotives 
for the Great Indian Peninsula Railway 
main-line electrification. In 1931 he 
returned to the L.M.S.R. service, when he 
was appointed Assistant Works Super- 
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Mr. R. C. Bond 


Appointed Chief Officer (Locomotive Construction 
& Maintenance), Railway Executive 


intendent, Horwich, and in 1933 he became 
Assistant Works Superintendent, Crewe 
Locomotive Works. In 1937 he was made 
Superintending Engineer of the joint 
L.M.S.R. & L.N.E.R. Locomotive Testing 
Station, and on the outbreak of war in 
1939 he was appointed Acting Mechanical 
& Electrical Engineer, L.M.S.R., Scotland. 
Mr, Bond became Works Superintendent, 
Crewe, in May, 1941; Mechanical Engineer 
(Locomotive Works) in February, 1946; 
and Deputy Chief Mechanical Engineer in 
November, 1946. 


Mr. Ernest Pugson, O.B.E., who, as 
recorded in our January 9 issue, has been 
appointed Chief Officer (Carriage & 
Wagon Construction & Maintenance) to 
the Railway Executive, has hitherto been 
Mechanical Engineer (Carriages & 
Wagons), L.M.S.R. He received a tech- 
nical education at the Derby Technical 
College, and entered Derby Carriage & 
Wagon Works. Midland Railway, in 1910. 


Mr. E. Pugson 


Appointed Chief Officer (Carriage & Wagon Con- 
struction & Maintenance), Railway Executive 


After passing through the works as a 
privilege apprentice, he was appointed 
Works Inspector in charge of the Pro- 
gress Department in 1915, a position he 
held until 1922. In 1923 he became Assis- 
tant Works Manager; in 1927, Works 
Manager; and in 1931, Works Superinten- 
dent. Mr. Pugson was appointed Principal 
Assistant for Carriages & Wagons to Chief 
Mechanical Engineer in August, 1941, and 
Mechanical Engineer (Carriages & 
Wagons) in February, 1946. 


Mr. E. S. Cox, M. I. Mech. E., M.I.Loco.E., 
who, as recorded in our January 9 issue, 
has been appointed Executive Officer 
(Design) to the Railway Executive, has 
hitherto been Chief Technical Assistant to 
the Chief Mechanical Engineer, L.M.S.R. 
He received his training in the Horwich 
locomotive works af the Lancashire & 
Yorkshire Railway, under Mr. George 
Hughes. Mr. Cox entered the locomotive 
drawing office at Horwich in 1921, and 





Mr. A. E. C. Dent 


Appointed Executive Officer (Road Motor 


Engineering), Railway Executive 





Mr. S. E. Parkhouse 


Appointed Chief Officer, Operating 
(Headquarters), Railway Executive 





Mr. E. S. Cox 


Appointed Executive Officer (Design), 
ailway Executive 


was transferred in 1925 to the locomotive 
drawing office at Derby, L.M.S.R., where 
from 1927 onwards he was in charge of 
dynamometer car testing. He was trans- 
ferred to Euston on the staff of the Chief 
Mechanical Engineer in 1931, and in 1934 
became Assistant Works Superintendent, 
Derby Locomotive Works. In 1937 he 
was appointed Personal & Technical 
Assistant to the Chief Mechanical Engin- 
eer. He was selected as Technical Assistant 
to the Indian Pacific Locomotive Com- 
mittee in 1938. Mr. Cox was appointed 
Chief Technical Assistant to the Chief 
Mechanical Engineer, L.M.S.R., in 1941. 
He was awarded the George Stephenson 
Research Prize of the Institution of Mech- 
anical Engineers in 1941. In 1945 he 
visited the United States to study loco- 
motive developments. 





Mr. A. B.C, Dent, |. M.LMech.E., who, 
as recorded in our January 9 issue, has 
been appointed Executive Officer (Road 





Mr. H. S. Chapman 


Appointed Assistant Secretary to the 
London Transport Executive 











ve 


of 
1S- 
ief 
34 
nt, 
he 
cal 
in- 
int 
m- 











tee aha 


January 30, 1948 


Motor Engineering) to the Railway Execu- 
tive. has hitherto been Road Motor Engi- 
neer. Great Western Railway. He joined 
that railway as a premium apprentice in 
the locomotive works at Swindon in 1911; 
he served from 1914-19 with the Royal 
Field Artillery, attaining the rank of Cap- 
tain. and returned to Swindon in 1919 to 
complete his apprenticeship. Mr. Dent 
was transferred in 1923 to the drawing 
office of the G.W.R. Road Transport De- 
partment at Slough, and in 1925 went to 
Neath as Assistant Supervisor of Omnibus 
Services. He was promoted Supervisor of 
Omnibus Services, Wrexham, in 1927, and 
remained in that position until his return 
to Slough as Assistant to the Motor Assis- 
tant in 1929. In 1938 he went to Padding- 
ton to take up the position of Motor 
Assistant to the Superintendent of Road 
Transport; and he was appointed Road 
Motor Engineer in 1942. Mr. Dent is a 
Director of the Western National Omni- 
bus Co. Ltd., City of Oxford Motor Ser- 
vices Limited and E. G. Oldham Limited. 
He is also a Member of Council of the 
Public Transport Asscciation and the Motor 
Industry Research Association. 





Mr. S. E. Parkhouse. O.B.E., who, as 
recorded in our January 9 issue, has been 
appointed Chief Officer, Operating (Head- 
quarters), to the Railway Executive. has 
hitherto been Assistant Chief Operating 
Manager, L.M.S.R. He entered the service 
of the L.N.W.R. in 1906. After gaining 
experience in the Commercial and Operat- 
ing Departments, he was appointed Assis- 
tant to the District Superintendent at 
Euston in January, 1914. He saw service 
during the war of 1914-18 in the Railway 
Operating Department, Royal Engineers, 
British Salonika Force, and attained the 
rank of Lt.-Colonel; he was awarded the 
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O.B.E. and was mentioned twice in 
despatches. On his return he became Out 
door Assistant to the Superintendent of the 
Line, with headquarters at Crewe, In 1921 
Mr. Parkhouse was transferred to Liver 
pool as Assistant to the District Superin- 
tendent. After the amalgamation in 1923, 
he was successively District Controller at 
Liverpool, Birmingham and Willesden, and 
Assistant to the Divisional Superintendent 
of Operation at Crewe, before being ap 
pointed Assistant (Freight Services) to the 
Chief Operating Manager in 1932. In 1935 
Mr. Parkhouse was appointed Divisional 
Superintendent of Operation, Crewe, and 
in 1944, Assistant Chief Operating Manager. 

Mr. H. S. Chapman, A.M.Inst.T., Assis 
tant Secretary, L.P.T.B., who, as recorded 
in our December 19 issue, has been ap 
pointed Assistant Secretary to the London 
Transport Executive. was born at Cat- 
ford in May, 1890, and entered the ser- 
vice of the Metropolitan Railway in 1904, 
being appointed to the Registration De- 
partment; he was made Registrar in 1922. 
Four years later he was appointed Chief 
Clerk to the Secretary, and on January 1, 
1929, became Secretary. After the forma- 
tion of the L.P.T.B., Mr. Chapman was 
engaged in the winding-up of the Metro- 
politan Railway Company, and in 1934 
became Public Information Officer of the 
L.P.T.B. He was appointed Assistant Sec 
retary of the Board in 1935, Mr. Chap- 
man is Secretary of the East London Railway 
Joint Committee and the Hammersmith & 
City Railway Joint Committee. 





Mr. R. P. Beddow and Mr. W. T. James 
have been appointed to the board of the 
British Electric Traction Co. Ltd. Each is 
Chairman of several B.E.T.-associated com- 
panies. 
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Road Transport Executive 

The Minister of Transport announces 
that the following have accepted his invita- 
tion, made after consultation with the 
British Transport Commission, to become 
members of the Road Transport Execu- 
tive :— 

Chairman: Major-General G. N. 
Russell, Transport Adviser to the Special 
Commissioner for South-East Asia. 

Full-Time Members: Mr. Claud Barring- 
ton, Managing Director of Transport 
Services Limited; Mr. George Cardwell, 
a Director of Thomas Tilling Limited and 
other bus companies; Mr. Harold E. Clay, 
Assistant General Secretary of the Trans- 
port & General Workers’ Union: and Mr. 
Archibald Henderson, Chairman of the 
Traffic Commissioners & Licensing Autho- 
rity in Scotland. : 

Part-Time Members: Mr. W. Beckett, 
Deputy Mayor of Preston; Mr. Henry 
Dutfield, Chairman of H. & G. Dutfield 
Limited; and Mr. P. J. R. Tapp, Chairman. 
Meat Transport Organisation Limited. 





HoTeLs EXECUTIVE 


The Minister of Transvort announces 
that he proposes to set uv the Hotels 
Executive at an early date, and that Lord 
Inman has acceovted his invitation, made 
after consultation with the British Trans- 
port Commission, to become Chairman of 
that Executive, 


After a holiday in this country, Mr. C. F, 
Potter, our correspondent in Brazil, left for 
Rio de Janeiro in the Brasil Star on Janu- 
ary 24. Mr. Potter, who has been for some 
years in the service of the Leopoldina Rail- 
way, was appointed Sub-Traffic Manager 
just before he left for Great Britain on 
leave in July, 1946. 


Sir Cyril Hurcomb with Scottish Region Officers at Glasgow 





A group including Sir Cyril Hurcomb, Chairman of the British Transport Commission, Mr. J. H. Brebner, 

Chief Public Relations & Publicity Officer to the Commission, and Mr. J. C. L. Train, member of the 

Railway Executive, taken at Glasgow during their recent visit to the Scottish Region of the Railway Executive, 
with Mr. T. F. Cameron, Chief Regional Officer, and other officers of the region 


Back row (left to right): 


Messrs. H. M. Hunter, Public Relations Officer; J. Hastie, Treasurer; G.E. Beynon, Chief of Police; 


A.J. Allenby, Stores Superintendent; Dr. T. C. D. Watt, Medical Officer; Captain H. J. Perry, Marine Superintendent ; Messrs. 


G. S. Bellamy, Mechanical & Electrical Engineer; 
E. C. Dewick, Estate & Rating Surveyor; 


intendent: 


J. G. Dunlop, Accountant ; 
M. Wallace, Solicitor ; 
Harvey, Motive Power Superintendent. 


J. N 


. Phillipps, Assistant Operating Super- 
R. Simpson, Regional Staff Officer; R. F. 


Front row (left to right): Messrs. W. Yeaman, Commercial Superintendent; H. G. Sayers, Operating Superintendent; Sir Ian 
Bolton, part-time member of British Transport Commission; Mr. T. F. Cameron; Sir Cyril Hurcomb; Messrs. T. H. Moffat, 
Deputy Regional Officer; J. C. L. Train, J. H. Brebner, W. Y. Sandeman, Civil Engineer 
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Ministry of Transport Accident Report 


Bridge Junction, 


Lt.-Colonel Sir Alan Mount and Briga- 
dier C. A. Langley inquired into the acci- 
dent which occurred at 4.41 p.m. on 
August 9, 1947, between Bridge Junction 
and Balby Junction signal boxes on the 
L.N.E.R., when the 1.25 p.m. express, 
No. 958, Kings Cross to Leeds, composed 
of 12 coaches drawn by * V2” class 2-6-2 
type engine No. 936, collided at about 
40 m.p.h. with the 1.10 p.m. express, No. 
956, also Kings Cross to Leeds, formed of 
14 coaches, drawn by “A3™ class 4-6-2 
type engine No. 50, just as the latter was 
moving forward after a stop at Bridge 
Junction home signal. 

Each train was heavily loaded and car- 
ried approximately 700 passengers, many 
standing in corridors. Practically the 
whole of the shock was absorbed by the 
last three coaches of the leading train, 
which were destroyed, The next coach 
was overturned and the colliding engine 
and tender fell over to the left, stopping 
nearly 90 yd. beyond the point of col- 
lision. The two following vehicles were 
derailed and the permanent way of the 
down main line was destroyed for 100 yd.. 
and of the down goods line for 60 yd. 
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RED BANK 
SIGNAL BOX 


Doncaster, 


L.N.E.R.; August 9, 1947 


The accident was due to the colliding 
train being allowed to enter the occu- 
pied section under clear signals; and to 
understand all the circumstances involved 
in that mistake some facts connected with 
signalling changes in the locality need 
bearing in mind. 


Signalling 

Work on modernising the signalling at 
Doncaster, postponed by the war, was 
resumed in 1946 and was due for comple- 
tion by the end of 1947. Prior to March, 
1944, the relevant signals were semaphores, 
mechanically operated. At Bridge Junc- 
tion there was a 200-yd. berth track cir- 


cuit ““H” (see diagram) in rear of No. 67 
signal, with control over the block needle 
and “line clear” proving the home lever 
norma! and the distant arm “on.” There 


was no control at Balby Junction between 
the block needle for the section ahead and 
the clearing of the home signal. Indicator 
working governed the clearing of the sig- 
nals there, and when the indicator from 
Bridge Junction showed * on” Balby Junc- 
tion was prohibited from clearing his home 
until the train was within his distant, in 
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tant semaphore thus was controlled by 
the colour-light home changing to green or 
double-yellow—in certain circumstances, 
yellow—and the control through track 
*H ” was removed as redundant. In con: 
sequence, the electric indicator at Balby 
Junction could change to “slot off,” and 
the bell could ring when the colour-light 
signal was cleared, even though the track 
was occupied. 

The arrangements introduced in March, 
1944, and April, 1946, were to diagrams 
prepared in 1939, and issued in January 
1944, prior to adoption on March 8, 1945, 
of the L.N.E.R. latest instructions for new 
works, which provided that power distant 
signals might be automatic provided: 

(a) The signal returns to “caution” 
immediately it is passed by a train, as re- 
quired by Rule 68(a); 

(b) a switch is provided to cut out auto- 
matic operation when necessary; 

(c) lever control is retained in the case 
of signal boxes situated close together and 
coupled for distant signal indicator work- 
ing. 

Trains are booked at Bridge Junction 
and Red Bank, but have not been at Balby 
Junction for 24 years. 

The driver of train No. 956, stopped at 
signal No. 67, had some difficulty in start- 
ing when it cleared, and had to reverse 
twice. He had just begun to move for- 
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TRAIN N° 958, |. 25 P.M. KINGS CROSS TO 
LEEDS , WRONGLY ADMITTED TO BLOCK 
SECTION , COLLIDED WITH N° 956 AT ABOUT 
40 M.P.H. 


Diagram illustrating circumstances of accident at Bridge Junction, 


The up main line was forced out of align- 
ment for 100 yd. 

It was possible to resume passenger traffic 
on adjacent lines with ljttle delay, and 
all lines were again in operation by 5.50 
p.m. on August 10. Eighteen passengers, 
including a railway servant, lost their lives, 
and 118 were injured or subsequently com- 
plained of shock. The driver and train 
attendant of train No. 958 suffered injuries. 
Medical aid and other assistance was soon 
obtained, and the first casualty was ad- 
mitted to Doncaster Infirmary at 5.12 p.m., 
where the staff worked long into the night. 

The weather was fine and hot, visibility 
perfect, and the rail dry. The accompany- 
ing diagram shows the lines signals, and 
certain other details essential to an under- 
standing of the circumstances of the acci- 
dent. 

The line is straight for 1 mile south of 
Red Bank box to a point 1,100 yd. south 
of Balby Junction, where it enters an 
80-ch. right-hand curve ending about 200 
yd. north of Bridge Junction. There was 
a clear view from Balby Junction box of 
the down main for 305 yd. up to Sand 
Bank box, 128 yd. beyond the point of 
collision. The rear of train No. 956 would 
have been seen initially from the right- 
hand (fireman’s) side of the colliding train 
at Balby Junction down home, 277 yd. in 
rear, but the driver would not have been 
able to see it for another 100 yd., 180 yd. 
only from the obstruction. 
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accordance with a special instruction 
governing mechanical indicators working 
with, or in place of, distant signals. 

In order to use the lever for other pur- 
poses, Bridge Junction distant was changed 
to automatic operation in March, 1944, 
controlled by lever No. 67, with circuit 
taken through track “H,” so that the sig- 
nal was replaced as a train passed and 
would not clear again until No. 67 lever 
had been replaced and once more reversed. 
This prevented the signal from coming 
“off” behind a train waiting at or near 
signal No. 67. 

At the same time the mechanical indi- 
cator in Balby Junction was replaced by 
an electric one, a bell being added in 
April, 1946, to draw attention to it when 
it changed from “on” to “off.” In that 
month, also, Balby Junction distant, under 
Red Bank home, was changed to work 
automatically, and a second distant, work- 
ing similarly, was added under the start- 
ing signal there. Both were worked by 
the No. 2 home lever in Balby Junction 
and controlled by Bridge Junction distant 
being “off,” but the safeguards existing 
in the case of that distant were absent, as 
there was no track circuit to give them. 

On September 8, 1946, Bridge Junction 
home was changed to a 4-aspect colour- 
light, as shown on the diagram, as a first 
instalment of the re-signalling, with “ con- 
trolled” action from the track circuit 
ahead and the lever. The automatic dis- 
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Doncaster, L.N.E.R., on 


AUTOMATIC DISTANT ARMS 


August 9, 1947 


wards when he felt the collision. He esti- 
mated having been detained for 4 or § 
min. 

The driver of the colliding train, No. 
958, said that approaching Red Bank box 
he could see Balby Junction distants to 
be clear and later the home and Bridge 
Junction distant both clear. He antici 
pated a clear run into Doncaster, but be- 

gan to bring his train under control after 
Red Bank, as he was routed usually over 

1 diversion requiring a speed restriction 
of 10 m.p.h. at South Yorkshire Junction 
box. Travelling at 30 m.p.h., as he esti- 
mated, his firemen shouted to him and 
he made a full brake application, but had 
no time to reverse. The fireman, a good 
witness, confirmed the driver’s evidence. 
but the guard could throw little light on 
the accident. 

The signalman at Bridge Junction said 
that he had to offer the train No. 956 
three times to South Yorkshire Junction 
and that it appeared to have difficulty in 
starting, which was not unusual. He did 
not realise anything was amiss until he 
received “ obstruction danger ” from Balby 
Junction. He was not offered train No. 
958, and on telephoning was told coaches 
of the preceding one were obstructing the 
up line. He asked whether anything had 
hit the express and was told “ No.” No 
reference was made to the second train. 

The signalman at South Yorkshire 
Junction box explained how the accep- 
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tance by him of train No. 956 was de- 
layed. and detailed certain movements 
which allowed signal No. 67 at Bridge 


Junction to change from yellow to double- 
yellow shortly after 4.38 p.m., when the 


indicator in Balby Junction box would 
change to “off” and the bell there would 
ring. 


Tests made by a Signal & Telegraph In- 
spector at Bridge and Balby Junctions 
showsd that there was no defect in any of 
the equipment. 

The signalman at Balby Junction, a 
signalman for 21 years with a good record, 
remembered accepting train No. 956 and 
also accepting No. 958 immediately after 
giving “ train out of section.” He did not 
offer this train forward nor look along the 
line and see its rear coaches, clearly in 
sight. Shortly afterwards he went to the 
telephone to answer a call on the hump 
yard circu:t, and as he picked up the re- 
ceiver the indicator bell rang. He turned 
round, telephone in hand. and pulled over 
home lever No. 2. (He demonstrated this 
action to the inspecting officers.) This 
cleared simultaneously signal No. 2 and 
distants “A,” “B,” “C” (see diagram). 
The express, he said, at once came in sight 
and passed at normal speed, but this state- 
ment is contradicted by the driver's 
evidence regarding his view of these dis- 
tants. Other evidence shows that the bell 
must have rung soon after 4.38 p.m., per- 
haps 3 min. before the express passed. 

The signalman contended, however, that 
the train passed distant “A” at caution. 
He heard the noise of the collision and 
thought train No. 958 had become de- 
eae His account was that he saw the 
pile of broken and derailed vehicles and 
did Pr realise until perhaps 15 min. after 
wards that a collision had taken place. 
Train No. 956 had gone clean out of his 
mind. he asserted, but he did not leave 
this impression on the Bridge Junction 
signalman, who felt sure his colleague was 
referrng to that train when telephoning 
and not No. 958. 

He said that he found the signalling 
change, which resulted in the indicator and 
bell functioning as explained, to be con- 
fusing, because he accepted the ringing o 
the bell, as he had done the clanging 
the old mechanical slot indicator, as an 
indication of permission to lower his home 
signal, and he would never have done so 
on this occasion but for that. He ad- 
mitted that he did not look at his block 
instrument nor along the down line, neither 
had be obtained “ line clear.” 

He added that it was his practice to set 
the road down main to down goods as soon 
as a train passed and after clearing the 
block so that he could accept another im- 
mediately. To do this he had to make five 
lever movements and later another five be- 
fore he could clear the signals for the 
train. He emphasised that he did this 30 
or 40 times in a turn of duty (an addi- 
tional 300 to 400 movements for acceptance 
purposes alone) and, in spite of consider- 
able pressure. contended that this was his 
regular practice. He forgot to do it only 
on this occasion. 

He was unable to give any adequate ex- 
planation for his failure to observe the 
Stationary train, standing so long within his 
sight. He was watching a train, he said, 
on a goods line opposite and expecting the 
driver to speak to him, He went to the 
window and looked out several times, but 
took no steps to attract the driver’s atten- 
tion. He had no worries and nothing to 
distract him, though on re-examination he 
teferred to the box as stuffy. The door, 
however, was open all the time and he 
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also opened the window on several occa 
sions. 

Another signalman employed at Balby 
Junction said it was not an easy box to 
work, as there was no booking except of 
trains on the down independent goods 
line; hence he had to rely largely on 
memory. His chief difficulty was in con- 
nection with the down main. Bridge Junc- 
tion often could not accept trains immedi- 
ately, and a doubt would arise in his mind 
as to whether he had offered a train for- 


ward. On these occasions he would ask 
Bridge Junction for confirmation. On 
hearing the indicator bell he would go 


automatically to No. 2 lever and. since the 
alteration, to protect himself, he would 
always place a collar on that lever when- 
ever a train was held in the section ahead. 
Visibility in that direction was not good, 
but he could see as far as Sand Bank box. 
He gave “ train out of section ” as soon as 
the tail lamp passed that point, but when 
visibility was bad or a train stopped in 
the section ahead, not until he received 
‘train out of section” himself. He set 
the road to the down goods for acceptance 
purposes only when requested by Red 
Bank, to enable that box to clear the junc- 
tion there, 

The yard master had made exhaustive in- 
quiries but could find nobody who had 
rung uv Balby Junction on the hump yard 
circuit, as asserted by the signalman; the 
latter might, however, have mistaken 
another code for his own. The bell rang 
many times during the day, though only a 
limited number of calls were for that box. 

The district inspector. who retired in 
July, 1947, gave a detailed description of 
the signalling arrangements and the cor- 
rect practice followed at Balby Junction. 
He confirmed that the changing of the in- 
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dicator was the signalman’s authority for 
clearing his distant signal, provided the 
train had been accepted. The men were 
inclined to rely on the indicator and bell 
to advise them that the line ahead was 
clear, but he was emphatic on the need for 
correct block working. He had had no 
complaints that the bell sometimes rang 
with a tra.n still in the section ahead, and 
did not realise that any alterations had 
been made in the controls. He ridiculed 
the signalman’s statement as regards setting 
the road to the down goods line for accept- 
ance purposes, and pointed out that delays 


and difficulties would occur if this was 
made general practice. 
Inspecting Officer’s Conclusion 
Although the driver of the colliding 


train thought his speed was only 30 m.p.-h. 
it Balby Junction, the damage done was 
more consistent with his fireman’s estimate 
of 40 m.p.h., particularly as the other train 


was just moving forward. Neither man 
could have taken earlier action to avoid 
the collision. 

Very serious responsibility rests on the 


signalman there for accepting the train and 
clearing his signals before obtaining “ line 
clear,” or even receiving “train out of sec- 
tion.” He frankly admitted his failure, 
but his explanations in mitigation were 
evasive and inconsistent with other evi- 
dence and practice. It might be said that 
his lapse could be attributed in part to 
clearing the block prematurely, and that 
this was his initial blunder, but he could 
not account satisfactorily for his actions 
during more than 5 min. from the time of 
the first train passing at 4.35 p.m. to the 
collision about 6 min, later. 

He watched the train pass at what was 
abnormally slow speed if he was not ex- 





Aerial view of the wreckage after the accident at 
Doncaster, on August 9, 


Bridge Junction, 


1947 
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pecting, it to be stopped, or at least 
checked, at Bridge Junction, but did not 
notice in the long interval thereafter that 
it had actually stopped, although its last 
six coaches were clearly v: sible. The 
weather was hot, but this does not appear 
to have contributed to his failure, and hs 
had nothing on his mind. He was not 
operating under great pressure, and had 
no other movements to distract his atten- 
tion. 

His expianation is not accepted, and Sir 
Alan Mount and Brigadier Langley con- 
sider it to be an afterthought that he had 
forgotten to adopt what he alleged was 
his normal practice, the setting of the road 
to the down goods line. If his statements 
had been correct, there would have been 
considerable interference wiih traffic on 
that line, with consequent complaints. 
None had been received. 

Although intensive inquiries proved 
fruitless in finding anyone who had in fact 
telephoned to Balby Junction at the time 
involved, the signalman’s statements cannot 
be discounted entirely because he may 
have tried mistakenly to answer a call 
intended for another box. There may 
also be some substance in his suggestion 
that the indicator bell confused him, as it 
now rang with a train standing at Bridge 
Junction, but this cannot excuse a funda- 
mental breakdown in block working. The 
very fact that he thought there was some 
ambiguity as regards the functioning of 
the bell—particularly as he had not drawn 
attention to it—justified greater care and 
the application, for instance, of a iever 
cellar, as referred to by the other signal- 
man. 

This does not seem to be a case of an 
inexperienced signalman being misled into 
a foolish mistake. It is difficult to under- 
stand how a man, after such long service, 
should have been so careless and lacking 
in sense of responsibility as to act as this 
signalman did. Having regard to the 
nature of his lapse, and his unreliable evi- 
dence, it is felt that he has proved himself 
no longer fit to hold such a responsible 
position as that of main-line signalman. 

The company’s instructions regarding 
mechanical indicator working make it quite 
clear that when one shows “ on,” the dis- 
tant must remain at “caution” and the 
home may be cleared only after the train 
has passed the former, always provided 
“line clear” has been obtained. These in- 
structions applied ailso to the electrical in- 
dicator when brought into use in March, 
1944. 

Normal practice at Balby Junction was 
to offer to Bridge Junction on accepting 
from Red Bank, or, if the section was 
occupied, on receiving “ train out of sec- 
tion.” Consequently, in normal circum- 
stances, “ line clear” was obtained before 
the indicator changed to “ off,” and the 
Signalman awaited the clang of the 
mechanical indicator of the bell to advise 
him of the change. 

It became an automatic reaction to go 
to No. 2 lever when the bell sounded. 
This worked satisfactorily while the indi- 
cator changed only if the section was clear, 
but when Bridge Junction home was made 
a colour-light, the situation changed. The 
distant was no longer sae by the 
occupation of track circuit ‘ * (see dia- 
gram), but depended on the welt. of the 
new signal, itself controlled by conditions 
ahead. It became possible for the indi- 
cator to change behind a train standing at 
the colour-light, but the other signalman 
prevented himself from making a mistake 
by using a lever collar until he had ob- 
tained “line clear.” 

The signalman at fault in this case did 
not always take this precaution, and hav- 
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ing overlooked train No. 956, although 
well within his view, he reacted incorrectly 
to the bell and improperly cleared his 
signals. 


Remarks 

The accident would 
had the modernisation of the 
signalling been completed or 
Balby Junction home signal had been 
block-controlled. The ringing of the in- 
dicator bell which contributed to ihe sig- 
nalman’s failure was due to the unusual 
arrangement of the electrical control in- 
troduced during the transitional stage of 
the resignalling. A thorough investigation 
showed that no other instance of it existed 
on the railway. 

The following modifications were com- 
pleted at Balby Junction, with a view to 
taking preventive action as quickly as 
possible, by August 24, 1947:— 

(i) A “ line clear ” release was provided 


on lever No, 2: 


occurred 
Doncaster 
even if 


noi have 
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(ii) Outer and inner distanis Were re. 
coupled to lever No. 1, and no onger 
worked automatically. (This was jp 
accordance with the company’s later prac. 
tice); 

dii) Track circuit “H” occupied was 
made to control Bridge Junction disiint at 
caution, so that the indicator in Balby 
Junction did not change to “ off,” and the 
bell did not ring. 

On September 14, 1947, No. 2 signal 
was —o to a 4-aspect colour light 
and track * * extended back to it, with 
controls Seales to those on No. 67 signal, 

Having regard to this, the report makes 
no recommendation, but emphasises that 
this case illustrates the necessity of exer- 
cising the closest co-operation and care 
when consideration is being given to 
alterations in arrangements and controls 
during a change-over from mechanical to 
eleciric signaling. The possible effect on 
operation of the change in question clearly 
was not foreseen at Doncaster. 


Toton Up Yard, ‘i M. R., to : he Mechanised 


Details of a scheme for accelerating the 
movement of coal supplies from the Mid- 


lands to London and to the South, East, 


and West of England were announced by 
Sir Cyril Hurcomb, Chairman of the 
British Transvort Commission, at Derby, 
on January 23. when, in company with 
other members of the Commission and the 
Railway Executive, he made an inspection 
tour of locomotive works and other instal- 
lations in the London Midland Region. 
The scheme provides for the complete 
modernisation of the up traffic yard at 
Toton Sidings, between Nottingham and 
Derby, at the southern end of the Erewash 
Valley. The new equipment will include 
remotely-operated railbrakes. This yard is 
the key point in the London Midland 
Region for the reception of coal from col- 
lieries in Derbyshire, Nottinghamshire, and 
South Yorkshire, and for the marshalling 


of some 2,700 wagons daily into trains for. 


the South, East, and West of England. 

Modernisation is to be carried out so as 
to enable at least 500 to 600 additional 
wagons of coal daily to be shunted and 
marshalled, representing a “target” im- 
provement of from 5,000 to 6.000 more 
tons of coal every working day. 

The yard which is being superseded com- 
prises ten arrival lines, which have be 
come of insufficient length to accommo- 
date full train-loads hauled by modern 
locomotives; shunting is by gravity, and 
the movement of wagons is controlled by 
hand brakes. The departure and reservoir 
facilities for holding temporary “ rushes ”’ 
of traffic are inadequate, and slow down 
the working at peak periods. 

In order to overcome similar difficulties 
in the movement of coal empties on the 
down side, the former L.M.S.R. completed 
in 1939 a large-scale scheme involving the 
complete modernisation and mechanisation 
of the Toton Down Yard, and the up 
side is now being imvroved similarly. Prin- 
cipal features of the new scheme include:— 

1—Provision of arrival lines of adequate 
length. with special signalling equipment 
to expedite the movement of wagons over 
the hump, whence they run down into the 
sorting sidings. 

2—Installation of power-operated rail- 
brakes to slow down the wagons as they 
run into the sidings, and of power-operated 
points. 

3—Erection of a modern control tower, 
from which operators will control remotely 
the movement of wagons into the sidings. 


4—Modernised staff accommodation. 

5—Increased storage siding accommoda- 
tion, and improved layout of marshalling 
and departure facilities. 

6—Installation of electric light through- 
out the yard, enabling working to go on 
almost as speedily by night as by day. 

7—Loudspeaker equipment enabling the 
controllers in the control tower to relay 
instructions promptly to any point in the 
network of sidings. 

The mechanisation of the down yard was 
described in our issue of August 18, 1939. 

Other centres visited were the Divi: 
sional Operating Manager’s offices of the 
Midland Division, L.M.R.; the Derby Dis- 
trict Operating Manager’s Control Office; 
the Scientific Research Laboratory; the 
School of Transport; and St. Mary’s 
modernised goods station. At all these 
points the visitors met the local officers in 
charge and representative railway em- 
ployees of all grades. 

At the locomotive works, where the party 
were escorted by Mr. H. G. Ivatt, Chief 
Mechanical Engineer, and members of his 
staff, the first main-line diesel-electric loco- 
motive for British Railways was examined, 
and components were observed in course 
of manufacture for a second and similar 
1,600-h.p. unit. No. 10001. 

Various standard steam locomotives were 
seen being painted with the experimental 
lettering for British Railways,” the 
Regional numbering being indicated by the 
prefix “M” before the former L.M.S.R. 
runn:ng number. 

After visiting the recently-opened works 
training centre, where the party inspected 
the practical and theoretical work of 
young apprentices, the tour concluded with 
an informal meeting with employees’ repre- 
sentatives on the works committee. 

In addressing Press representatives at 
the conclusion of the tour, Sir Cyril Hur- 
comb paid a tribute to the efforts of the 
railway engineering works staffs to over- 
come the serious arrears arising out of the 
war, and said that still more would be done 
when material became more freely avail- 
able. 

At the School of Transport, Sir Cyril 
Hurcomb addressed a class of students from 
all parts of the Region, and told them that, 
although they were attending their course 
at a time when the difficulties of the pre- 
sent loomed large, the opportunities of 
the future in the transport service loomed 
even larger. 
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Minister of Transport’s Appreciation of R.E.C. 


Letter from Mr. Alfred Barnes to Sir James Milne, formerly 
Deputy-Chairman of the Railway Executive Committee 


Sir James Milne, formerly Deputy-Chair- 
man of the Railway Executive Committee 
and General Manager of the Great Western 
Railway from 1929 to 1947, has received 
the following letter from the Minister of 
Transport, Mr. Alfred Barnes, expressing 
his appreciation of the work accomplished 
before and during the war by the com- 
mittee : 

Berkeley Square House, 
London, W.1. January 12 

Dear Sir James,—After nine years of 
arduous work, during which it has been 
the focal point of railway activity in this 
country, the Railway Executive Committee 
has been dissolved. 

As you know, it began work in an ad- 
visory capacity in 1938, served throughout 
the war as the nerve centre of the railway 
system, and now lays down its duties after 
having made a far-reaching contribution to 
the solution of our immediate post-war 
transport problems. 

Such a record of service, performed for 
the most part in the obscurity of a dis- 
used London Underground staiion in con- 
ditions of the utmost secrecy, is deserving 
of a permanent place in the history of 
these tremendous years, and as the respon- 
sible Minister, and also as Chairman for 
the past two years, I should like to call 
attention to some of the main features of 
that work. I write to you as Deputy- 
Chairman, and am sending copies of this 
letter to Lord Ashfield, Sir Eustace Missen- 
den, Sir Charles Newton, and Sir William 
Wood, who bore with you the main bur- 
den during the war. 

In its advisory capacity the Committee 
helped to plan the railway wartime 
organisation and generally to make the 
railways ready fgr all eventualities, with 
the result that when war came the rail- 
ways were able to go into action with the 
least possible disturbance of normal ser- 
On September 1, 1939, the Govern- 
ment took control of the railways. and the 
R.E.C. became the agents of the Minister 
of Transport for this purpose. 

So much of the Committee’s work was 
of a highly secret character that it is still 
not generally appreciated how much the 
Committee, with its teams of experts, con- 
tributed to the preparation and execution 
of large-scale military and civilian move- 
ments. We all know and are grateful for 
the skill and energy with which individual 
railways, and all members of the staffs 
from top to bottom, tackled the un- 
precedented and changing problems of the 
war, but it is true to say that it was the 
R.E.C. that gave cohesion to the system as 
a whole. 

_ The R.E.C. was. in effect 

for the general direction of 
Ways, co-ordinating and harmonising 
the efforts of the four  main-line 
companies. London Transport, and over 
50 other undertakings. It directed air raid 
Precautions, authorised movements of 
casualty and ambulance ttrains, brought 
Into a common pool all privately-owned 
Wagons, advised on the planning and con- 
struction of new railways to war factories, 
and, later. when the railways became the 
larget for enemy attacks, directed measures 
for the rapid repair of air raid damage. 

Sometimes this work called for swift im- 
Provisation—for example, during the 
evacuation from Dunkirk, when a pool of 
2,000 carriages was arranged by telephone 
from the R.E.C.’s secret headquarters. Other 
emergency operations which would have 


vices. 


responsible 
the rail- 


been impossible without such central con- 
trol included the second civilian evacuation 
at the time of the flying bomb menace. 

No less important than the general direc- 
tion of operations was the knowledge and 
advice which the Committee and its ex- 
perts were able to place at the disposal 
of the Ministry and the Services in the 
planning of major combined operations, 
notably the preparations for the invasion 
of North Africa and D-Day, both of which 
involved the running of large numbers of 
special trains for troops and stores in con- 
ditions of complete secrecy. It is indeed 
true to say that the R.E.C. was actively 
associated with every vital movement of 
the war. 

An outstanding example of the Com- 
mittee’s work was the central wagon con- 
trol, which was set up to ensure that the 
best use was made of them in the national 
interest. The pooling of resources under 
the Committee’s supervision permitted the 
running of half a million special trains 
on Government service in addition to nor- 


Questions in Parliament 


British Transport Stock 

Sir John Mellor (Sutton Coldfield—C.) 
on January 20 asked the Chancellor of the 
Exchequer if he would set forth the cal- 
culations on which the Treasury had 
formed the opinion, that, on January 1, 
1948, British Transport three per cent. 
Guaranteed Stock, 1978-88, was worth par. 

Sir Stafford Cripps (Chancellor of the 
Exchequer) in a written answer stated: 
The issue price and other terms of British 
Transport Stock were not fixed on the 
basis of arithmetical calculations. The 
Treasury had regard to all relevant con- 
siderations, particularly the value of 
Government securities on January 1, 1948, 
in accordance with section 89(2) of the 
Transport Act. The Stock Exchange 
quotations of Government securities on 
that date have, of course, been published 
in the financial Press and elsewhere. 


Transport Stock Redemption Date 

Mr. E. H. Keeling (Twickenham—C.) 
on January 20 asked the Chancellor of 
the Exchequer for what reason he had 
fixed the redemption date of the Transport 
Stock as 1978-88. 

Squadron-Leader M. C. Hollis (Devizes 

{C.) also asked the Chancellor of the 
Exchequer. on what principle the redemp- 
tion date for British Transport Stock was 
fixed at 1978-88. 

Sir Stafford Cripps: This and the other 
terms of the Stock were settled in accord- 
ance with section 89(2) of the Transport 
Act. 

Mr. Keeling: Is the Chancellor not 
aware of the widely-held and responsible 
opinion that a shorter life for this new 
Stock would have been fairer to the mil- 
lion or so railway shareholders and more 
in accordance with the terms of the Act? 

Sir Stafford Cripps: No, I am not. 


Railway Staff Resignations 

Captain R. J. Gunter (Essex South East 

Lab.) on January 20 asked the Minister 
of Transport if he would state the number 
of permanent members of the clerical, ad- 
ministrative, and supervisory staffs of the 
L.N.E.R.. L.M.S.R., S.R., and G.W.R. who 
have resigned from the service of the re- 
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mal timetable services, and enabled the 
railways to carry half as much traffic again 
as they had done in peacetime. 

With the end of the war the need for 
co-ordination, so far from- diminishing, be- 
came increasingly important as the arrears 
of rolling stock awaiting repair daily in- 
creased. Locomotives as well as wagons 
were switched from one part of the system 
to another, irrespective of ownership, and 
in this and other ways the R.E.C. helped 
to ease the inevitable bottlenecks and keep 
essential traffic flowing. 

Responsibility for the final solution of 
these problems passes to the British Trans- 
port Commission, but the Railway 
Executive Committee has the satisfaction 
of knowing that, through its instrumen- 
tality, the railways were able to pull to- 
gether in the war and unite their strength 
in meeting the no less difficult problems 
of the transition from war to peace. 

I thank you and your colleagues, past 
and present, for all the advice and help 
given to my _ predecessors and to me 
throughout these testing times, and I ask 
you to convey this expression of gratitude 
also to the Secretary and all members of 
the staff. 

Yours sincerely, 
ALFRED BARNES 


spective companies since June, 
reasons other than retirement. 
Mr. Alfred Barnes (Minister of Trans- 
port) stated in a written answer: The 
numbers of permanent members of the 


1945, for 


clerical, _administrative, and supervisory 
staffs of the former London & North 
Eastern, London Midland & Scottish. 


Great Western, and Southern railways who 
resigned from the respective services of 


those railways from July 1, 1945, to 
November 30, 1947, for reasons other than 
retirement are: 
Male Female Total 
G.W.R 608 471 1,079 
L.M.S.R. 2,421 2,185 4,606 
L.N.E.R = 915 1,076 1,991 
Southern Railway 426 300 626 
Total ... . 4,370 3,932 8,302 


Turn-Round of Wagons 

Mr. Edward Davies (Burslem—Lab.) on 
January 20 asked the Minister of Trans- 
port whether all demands for empty 
wagons were being met at collieries and 
other industrial establishments; and 
whether the turn-round was satisfactory. 

Mr. L. J. Callaghan (Parliamentary 
Secretary, Ministry of Transport) in a 
written answer stated: The Minister of 
Transport is informed by the British Trans- 
port Commission that all demands for 
empty wagons are being met at collieries 
and other industrial establishments and 
that there has been a welcome reduction 
in the average time wagons stand under 
load at terminals. While the number of 
wagons available continues steadily to im- 
prove, and is satisfactory at the moment, 
the most difficult winter period for trans- 
port is now upon us, and there must be 
no slackening of effort to secure their 
speedy turn-round. The Minister is glad 
of this opportunity to express his appre- 
ciation of the efforts made by railwaymen 
of all grades and by traders. 


LIVERPOOL LIME STREET STATION IM 
PROVEMENTS.—In connection with the re- 
modelling of Liverpool Lime Street Station. 
to which reference was made on page 87 
of our January 16 issue, the length of 
Platform 7 is being increased by 100 yd. 
to 324 yd., and not by 10 yd. as there 
stated. 
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Notes and News 


New Locomotives for Manila Railroad. 

The Vulcan Iron Works, of Wilkes- 
Barre, Pennsylvania, has been awarded 
a contract fer the construction of seven 
4-8-2 steam locomotives to be used on the 
Manila Railroad. Reuters reports that the 
contract is worth about $800,000. and 
delivery is scheduled for next autumn. 


Tenders for Supply and Delivery of One 
Locomotive.—The City of Manchester 
Electricity Committee invites tenders fo 
the supply and delivery of one locomo- 
tive (new or second hand). Specifications 
may be obtained from the Chief Engineer 
& Manager, Electricity Department, Town 
Hall, Manchester, 2. See Official Notices 
on page 147. 

Qualified Engineer Required.—A_ quali- 
fied engineer for road and rail develop- 
ment work is required by the Sales De- 
partment of a leading Midland manufac- 
turer of wrought and cast aluminium and 
aluminium-alloy products. Candidates 
should possess a university degree or its 
equivalent, and preferably be under 40 
years of age. See Official Notices on page 
147. 

Midland Bank Limited.—The Chairman 
of the Midland Bank Limited, the Mar- 
quess of Linlithgow, reviewed national 
affairs in 1947 in his statement circulated 
to shareholders at the annual meeting. He 
said it was apparent that the one general 
reason why we were not in sight of ex- 
porting enough to pay for our imports was 
that we were trying to do too much with 
limited resources of manpower, materials. 
and capital equipment. There was an un- 
balanced deployment of the country’s 
manpower, which in itself was wasteful 


and diminished the potentiality of full em- 


ployment. Happily, some progress could 
be reported, and current revenue and ex- 
penditure figures had a far healthier ap- 
pearance than a year ago, But however 
successfully and speedily the financial ele- 
ments might be shaped to conform with 
current stringencies, the triumph over ou! 
present troubles still had to be gained 


with wisdom and enterprise in the man- 


Sir Cyril Hurcomb at St. Rollox Works 





Sir Cyril Hurcomb, Chairman, 


Bellamy, 





Mechanical & Electrical Engineer, 
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agement of our industrial affairs, both 
public and private; and through steadily 
increasing productivity on the part of the 
individual worker. He believed that how- 
ever wide might be the issues dividing us 
in the realm of economic and potitical con- 
troversy, the real and ultimate struggle 
was On a moral and ethical plane. In the 
end it was character that counted, and 
the past year had provided cumulative 
evidence that the British people was once 
more rising to the occasion. 

Electric Welding Division (B.E.A.M.A.) 
Luncheon.—The annual luncheon of the 
Electric Welding Division, B.E.A.M.A., 
was held in London last month, when the 
chair was taken by Mr, J. I. Law-Brooks, 
Metropolitan-Vickers Electrical Co. Ltd.. 
who outlined the general position of 
B.E.A.M.A. in welding matters and pointed 
out that its members included almost all 
the firms manufacturing are welding elec- 
trodes. Among the guests were Mr. 
V. A. G. Lambert. Director-General of 
Armaments Production, Ministry of Sup- 
ply, Mr. J. W. Blackshaw, Assistant Secre- 
tary, Engineering Industries Division. 
Ministry of Supply, and Mr. F. E. Parr, of 
the British Iron & Steel Federation. 

L.M.S.R. Stock Conversion Trust.— 
Representations have been received by the 
trustees from certain holders of the 4 per 
cent, preference stock that the proposed 
proporiionate distribution of British Trans- 
port stock, reported in our January 16 
issue, is unduly favourable to the preferred 
and deferred stockholders. Should the 
scheme already proposed be recommended 
to the Court, the holders concerned state 
their intention to oppose the winding up 
of the trust. In view of these representa- 
tions, the trustees are reconsidering the pro- 
posals they may make to the Court as a 
basis for the distribution of the British 
Transport stock. A further announcement 
in this respect will be made in due course. 


New Escalator for Chancery Lane 
Underground Station.—Work began on 


January 20 on the installation of a new 
escalator at Chancery Lane Station, on the 
Central Line of London Transport. The 
escalator will be reversible, 121 ft. long, 





et re. 
B.T.C., accompanied by Mr. T. F. 
Cameron, Chief Regional Officer, Scottish Region, and Mr. G. S. 


Scottish Region, 


inspecting experimental lettering on a locomotive tender 
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and with a speed of 165 ft. per min. will 
be capable of moving 10,000 passengers an 
hour, The new escalator will be placed 
between the two present ones at the station, 
taking the place of an escalator transferred 
during the war to Bank Station, after al] 
escalators there had been demolished in ap 
air raid. The direction of the new esca- 
lator will be changed according to traffic 
flow, with the object of speeding up peak- 
hour traffic at the station. It is honed that 
it will be brought into service during 
August. 

Design for B.T.C, Seal.—The seal of the 
British Transport Commission is being en 
graved by Mr. Cecil Thomas, F.R.B.S., and 
consists of a lion, representing Great 
Britain, bestriding a composite symbo| 
which includes a wheel; a winged arrow 





Design for B.T.C. Seal 


superimposed on a pattern of wavy lines. 
symbolising the activities of the Docks & 
Inland Waterways; and a pair of torches 
emitting flashes of lightning, symbolising 
modern forms of vower. The seal, which 
is illustrated above, is 2° in. in dia. Mr 
Thomas, one of a family of seal engravers, 
was responsible for the design of the Great 
Seals of Northern Ireland and of the Irish 
Free State. 

Engineers’ Guild.—The Engineers’ Guild 
has now an established Westminster ad- 
dress by arrangement with Arnold Hil 
& Company, chartered accountants, as the 
Guild’s Secretaries. Mr. W. A. M. Allan. 
M.LC.E.. continues as the Honorary Secre- 
tary. All communications should be ad: 
dressed to the Secretary, Engineers’ Guild 
28, Victoria Street, S.W.1 (telephone 
Abbey 6511). 

Collision at London Bridge, Southern 
Region.—On January 23 the 7.30 am 
Southern Region electric train from Or 
to Hastings ran into the rear of the 8.20 
a.m. from Brighton, which was standing 
empty at No. 14 platform, London Bridge 
Station. The front coach of the Brighton 
train was driven over the buffers, mounted 
the platform, and wrecked a newspapt! 
kiosk. A man standing by the kiosk was 
injured and died on the way to hospila 
The motorman and a learner motorman In 
the Ore train were trapped in the driving 
compartment and died before they could 
be released. Thirty-one passengers and 
two assistants at the newspaper kiosk wer 
injured. 

Passengers’ Refusal to Leave Train— 
Two instances have been reported recent) 
of passengers refusing to leave Londot 
Transport trains when requested to do 
by railway staff. In one case approxr 
mately 100 refused to leave a District tral? 
at East Ham. although most of the occu 
pants had obediently alighted. The 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 


woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


R! D. G. Hall & Co. Ltd., in Compulsory Liquida- 


tion. Under instructions from eacock. 
Esq.. F.C.A., of Carlton Chambers, Newport, Re- 
ceiver and Manager for the Debenture Holders, 


Thomas Parry & Son, F.A.1., acting in conjunction 
with Stephenson & Alexander, F.A.I., will offer for 
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OFFICIAL NOTICES 


UALIFIED ENGINEER for road and rail de- 
velopment work required by the Sales Develop- 
ment Division of a leading Midland manufacturer of 
wrought and cast aluminium and aluminium alloy 
products. The work is mainly of an advisory nature 
and calls for preparation of designs of goods and 
passenger road vehicle bodies, and all types of rail- 
way Carriages and wagons. Specialised experience in 
aluminium structural design and a knowledge of 
metallurgy will be an advantage. The successful 
candidate should possess a University degree or its 
equivalent, and preferably be under 40 years of age. 
The position is a responsible one and a commencing 
salary of £800-£900 will be paid, according to quali- 
fications and experience. The post qualifies for 
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City of Manchester 


THE Electricity Committee - invites Tenders for 

the supply and delivery of One Locomotive (new 
or secondhand) to Stuart Street Generating Station 
(Specification 918). 

Specification, etc., may be obtained from the Chief 
Engineer and Manager, Electricity Department, Town 
Hall, Manchester, 2, on payment of one guinea, 
which will be refunded on receipt of a bona fide 
tender. 

Tenders, addressed to the Chairman of the Elec- 
tricity Committee. to be delivered in the official 
envelope provided not later than 10 a.m. on Monday, 
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authorities gave in to the unyielding technical experience in the workshops and lubricating oil, and spare parts, in addi 


minority, however. and the train continued 
to Upminster with a defective door-closing 
mechanism. At every station porters had 
to ensure that all doors were closed before 
the train proceeded. Another case is men 
tioned by a correspondent elsewhere in this 
Issue. 


Anti-Attrition Metal Company's Mid- 
lands Sales Office—The Anti-Attrition 
Metal Co. Ltd., of Woodlands Park 
Works, Maidenhead, has established a 
Midlands sales office at 171, Gravelly Hill. 


Erdington, Birmingham, 23 (telephone: 
Erdington 1749), in the charge of Mr. 


Oswald King. 


Croydon and Polesworth Accident Re- 
ports.—The inspecting officers’ reports 
have now been published on the accidents 
near South Croydon, Southern Railway, on 
October 24 and at Polesworth, L.M.S.R.. 
on July 21 last year (see our July 25 and 
October 31, 1947, issues). Lt.-Colonel Sir 
Alan Mount’s report on the South Croydon 
accident states the primary cause was that 
the signalman at Purley Oaks entirely 
forgot a train which had been standing in 
the station for six or seven minutes, ob 
scured by fog. The report by Lt.-Colonel 
G. R. S. Wilson on the Polesworth accident 
finds that the derailment was due to worn 
track and insecure fastenings in sleevers. 


Crompton Parkinson  Bursaries.—To 
provide an opvortunity for young men of 
ability to develop their talents to the full. 
the firm of Crompton Parkinson Limited. 
Astor House, Aldwych, London, W.C.2, 
has inaugurated a system of bursaries for 
selected applicants from Great Britain and 
the Dominions. The bursaries, which are 
of two kinds. also provide a_ fitting 
memorial to the two men who started the 
firm at Chelmsford in 1878. Ever since the 
business was started, close attention has 
been paid to the training of personnel for 
every kind of position available in the firm, 
and the introduction of the Crompton Bur- 
Saries marks a further advance in the en- 
couragement and facilities offered to em- 
ployees who seek by their own efforts to 
establish themselves in a progressive career. 
The object of the Parkinson Empire Bur- 
Saries is to offer engineering graduates in 
Australia, New Zealand, and India an 
Opportunity of obtaining practical and 


laboratories of Crompton Parkinson in 
Great Britain for a period of two years, 
This period may be extended in approved 
cases to enable the holders to complete a 
course for a degree in engineering at an 
approved British university or technical 
college in addition to their works training. 


L.M.S.R. Ambulance Work. Nearly 
6,000 employees of the L.M.S.R. (now 
London Midland Region) have success- 
fully passed ambulance tests during the 
past year. Of these, 4,444 passed ad- 
vanced 4th-year-or-later examinations and 
368 the first-year tests, the highest num- 
ber of initiates since 1943. Weekly am- 
bulance classes are held at most large 
stations every winter, and since 1939 over 
6,000 employees have passed their first- 
year tests to join the ranks of ambulance- 
trained staff entering annually for more 
advanced examinations. 


G.N.R. (Ireland) Dividends.—The direc- 
tors of the Great Northern Railway Com- 
pany (Ireland) have resolved, subject to 
audit, to recommend to the proprietors the 
payment, on March 15 next, of the follow 
ing dividends (less income tax) in respect 
of the year ended December 31. 1947: 

£4 per cent. on the consolidated 4 per 
cent. guaranteed stock. 

£4 per cent. on the consolidated 4 per 
cent. preference stock. 

£1 per cent. on the ordinary stock. 

The balance of net revenue available for 
d:vidends amounted to about £192,000. 
which includes £50,000 transferred from a 
past provision for contingent liabilities 
under the Road & Rail Transport Act 
(Northern Ireland), 1935, which is not now 
required. 


Higher Road Haulage Rates.—A recom- 
mendation to hauliers by the Road Haul 
age Association to increase their rates by 
not less than 5 per cent. and not more 
than 10 ver cent. comes into effect on 
February 2. This is also the date on 
which the new Road Haulage Wages Order 
comes into force, and the additional cost 
which will fall on the road haulage indus 
try asa result of the order, is partly respon- 
sible for the recommended increase. It is 
pointed out by the Association that there 
are also other reasons for the increase, in- 
cluding the increased prices paid for petrol, 


tion to which the earning capacity of 
vehicles has been reduced by delays in 
turn-round caused by the introduction of 
the five-day week, power cuts, and stagger 
ing of hours. In some cases, also, vehicles 
are being kept off the road by the shortage 
of spare parts, 


Transport Tribunal: Applications Proce- 
dure.— Details of procedure to be followed 
in applications to the Transport Tribunal 
in connection with agreed charges, classi- 
fication of merchandise, and exceptional 
rates are given in The London Gazette of 
January 23. 


Inquiries for Locomotives from Russia. 

It is reported that among the subjects 
being discussed following the recent Anglo- 
Soviet Trade & Payments Agreement (see 
our January 16 issue) is the purchase of 
between 1,000 and 2,000 locomotives from 
the North British Locomotive Co. Ltd. 
They would be narrow-gauge types for use 
in timber forests. Other contracts to be 
discussed will include 150 mobile diesel- 
electric generating sets and 24 steam 
turbine power stations. 


Films for Overseas Publicity.—The in- 
formation officers at British missions in 
most countries are provided with film pro- 
jectors and with projectors on which film 
strips can be shown, and representatives 
of British firms visiting overseas are mak- 
ing use of these facilities to show films or 
strips dealing with their products. The 
Board of Trade invites exporters who wish 
their representatives to take advantage of 
this service, where it exists, to communi- 
cate with its Export Promotion Depart- 
ment. 35, Old Queen Street, London, 
S.W.1. 


Bradshaw-Size Timetable for Western 
Region.—We learn that, with the summer 
issue, the Western Region (former 
G.W.R.) is to adopt Bradshaw-size time- 
tables. The Great Western alone among 
the erstwhile railway companies retained 
its 114 in. x 74 in. public timetables. 
The Southern Railway was_the first rail- 
way to substitute reprints from Bradshaw 
for its public timetables, in the summer 
of 1924. The L.N.E.R. adopted this 
policy with its timetable of May 1, 1939, 
and the L.M.S.R. took a similar step, i 
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war conditions, in September, 1939. it 
may be recalled that Bradshaw sectional 
reprints were used in April, 1917, by the 
G.W.R., and in July, 1917, by the former 
London & North Western Railway, solely 
for staff use, when public timetable issue 
was suspended during the first world 
war. 


Forthcoming Meetings 


January 30 (Fri.).—Société des Ingénieurs 
Civils de France, British Section, at 
the Institution of Civil Engineers, 
Great George Street, London, S.W.1, 
at 5.30 p.m. “ Passenger Accommo- 
dation at Ports,” by Mr. M. G. J. 
McHatfie, M.Inst C.E., M.Inst.T. 

February 2 (Mon.).—The Institute of 
Transport, Metropolitan Section, 
Livingstone House, Broadway, S.W.1, 
at 5.30 p.m. for 6 p.m. “Some Cargo 
Problems of Carriage by Sea,” by Mr. 
C. H. Minett, A.M.Inst.T. 

February 4 (Wed.)—Royal Society of 
Arts, John Adam _ Street, Adelphi, 
London, W.C.2, at 2.30 p.m. * Educa- 
tion for Management,” by Lt.-Colonel 
L. Urwick, O.B.E., M.C., M.A., 
Deputy Chairman, British Institute of 
Management. 

February 5 (Thurs.)—Southern Region 
Lecture & Debating Society, Chapter 
House, St. Thomas’s Street, London 
Bridge, S.E.1, at 5.45 p.m. “The 
Southern Railway Training College, 
by Mr. A. C. J. Payne, O.B.E. 

February 6 (Fri.)}—The Institution of Rail- 
way Signal Engineers, at the Institu- 
tion of Electrical Engineers, London. 
W.C.2, at 6 p.m. “ Signalling of Sid- 
ing Connections.” by Mr. G. H. 
Crook, Past President. 


Traffic Table 


Railways Miles Week 
open ended 
/ Antofagasta ... ois ‘ei 834 18.1.48 
Arg.NE. 000 ewe 753 17.1.48 
Bolivar von wom ws 174 Dec., 1947 
Brazil ... _ ae om — ~ 
B.A. Pacific... = veel eres 17.1.48 
B.A.G.S. sie ie ... 5,080 17.1.48 
B.A. Western... aes vss| Agee 17.1.48 
Cent. Argentine sie ... 3,700 17.1.48 
= e..  sss ste je 
: Cent. Uruguay oe ie 970 10.1.48 
© | CostaRica... ati «+ 262 Nov., 1947 
E | Dorada sae =n es 70 Dec., 1947 
< EntreRios |. ... ... 808 17.1.48 
£. G.W. of Brazil ~~ ool SIO 17.1.48 
c \ Inter. Ctl. Amer. ... «+ 794 Nov., 1947 
© La Guaira ‘in ine a 222 Dec., 1947 
O Leopoldinra ... ... ee 1,918 17.1.48 
% | Mexican é a «| 483 31.5.47 
5S | Midland Uruguay Seid a 319 Dec., 1947 
3] Nitrate il sins 382 15.1.48 
“} N.W. of Uruguay ites baa 113 Nov., 1947 
Paraguay Cent. — aes 274 16 1.48 
PeruCorp. ... pais we» 1,059  Dec., 1947 
Salvador “_ as ee 100 31.10.47 
i San Paulo sien si vee 1534 - 
Taltal ... mae _ 156 Dec., 1947 
United of Havana one oes] Uae 17.1.48 
\ Uruguay Northern .., ios 73 = Dec., 1947 
S ; Canadian National ... —... 23,535 Nov., 1947 
€ } Canadian Pacific one ... 17,037 Nov., 1947 
oe 
UO 
Barsi Lightt ... ek ies 202 Nov., 1947 
Beira ... ae alk 204 Oct., 1947 
Egyptian Delta. ees -» 607 31.12.47 
3} Manila ibe | — _ 
2 | Mid. of V/. Australia... jane 277 ~=Nov., 1947 
s | Nigeria sh eae ... 1,900 |Nov., 1947 
> | Rhodesia = ius «- 2,445 Sept., 1947 
South African a oeo| 13,323 27.12.47 
\ Victoria ses oe -- 4,774 Aug,, 1947 
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Although _ initial 


the upward trend in 


Chemical, Dunlop 


Railway Stock Market 


reactions to the 
valuation of the franc were pronounced, 
stock markets were quick to take a more 
balanced view following Sir 
Cripps’ declaration that every effort is to 
be made to maintain the value of sierling. 
Gold mining shares, 
moved strongly ahead on the assumption 
that revaluation of sterling and 
price for gold had been brought nearer, 
subsequently attracted 
British Funds, which had been a 
feature, rallied moderately. 
shares were subdued at one time on fears 
that the devalued franc will hamper our 
eaport drive: but later it was felt that these 
fears had been exaggerated, 
will depend on whether France can check 
her production costs. 
There was a tendency to favour Imperial 


which on Monday 


Rubber, and 


interests in France and the U. 


British Transport 


95% at one time—the lowest level 
dealings began on January 2, and there has 
again been substantial buying and selling. 
taking the view that 


The market is now 


Stafford 


a higher 
profit- taking, 


Industrial 


because much 


January 30, 


1948 


de- to the Home Railway dividends expected 


way 


agreement 


to be announced in February. 
Argentine rails have reacted after 
earlier advance, conflicting reports 
the progress of the Anglo-Argentine trade 
talks affecting sentiment. 


Agreement 


is ratified. 


heir 


as to 


on 


trade and financial matters is still regarded 
as essential by Argentina before the 
Now 
British Government has made it clear 


rail- 
the 
that 


and every effort is to be made to mainiain the 


weak value of sterling, 


trade 
while, 
ordinary has come 
of writing, Central 
Buenos Ayres Western to 
cent. debentures of leading companies were 
only 90}—94 noints below * 
other Brazil rails also 
shares of leading companies with important 
S.A 


talks may 


Buenos 


and that devaluation is 


Ayres 


were 
Leopoldina back to 134, 
preference 374, 


ia 


not necessary or advisable, it is hoped the 
be speeded up. 
Great 


Mean- 


Southern 


back to 17 at the 
Argentine to 18, 


per 


were 


time 
and 


while 4 per 


share-out.” 
easier, 
the 5 
and San Paulo 


with 
cent, 
153, 


stock was down to Canadian Pacifics at 194 reflected the rise 


since in dollar stocks, 


next April is likely to be outstandingly im- in 
portant for the future of British 


because in that month British Electricity 


stock is expected to be issued, and unless In 


there has been a good rally in the marke: 
by then, it will be impossible to issue this 
stock at par unless it is made substantially 
shorier-dated than Transport (1978-88). 
L.M.S.R. Conversion 
preference have changed hands around 17. 
preferred at 14, while 
business up to 58} was recorded in Metro- 
politan Assented. Investors 
holders on December 


and the 5 per cent. 


Trust 4 per cent 


31 wiil be entitled 


Beira 


Peacock 


and Stock Prices of Overseas and Foreign Railways 


Traffic for week 
Inc. or dec. 
y with 1945/46 

£ £ 
51,660 + 13,210 
ps.396,700 -+ps.77,600 
$98,426 — $2,866 


ps.3,100,000 + psi,050,000 
ps'4,688,000 +ps.591,000 
ps.1.433,000 +ps. 94,000 
ps.3,989,980 +ps.763,430 


28,637 2,979 
34,296 + 13766 
25.600 — 6,400 
ps.499,600 -+-ps.41,400 
42,400 1,100 
$1,050,472 + $217,110 
$89,178 $17.932 
58,260 — 8.957 
ps.1,454,000 +ps.459,100 
19,608 4,088 
13,686 5,915 
5,425 t 57 
Gi34.612* + %73,937 
184.411 + 37,258 
80,600 + 7, 600 
8,390 + 4,710 
62,404 + 6,332 
1,098 — 227 
9,373,250 + 91,250 
6,808,750 + 242,750 
31,402 + 8.700 
116,016 + 21,525 
22,922 449 
19,736 4+ 8,823 
506,530 + 44,927 
643,980 + 102.833 
1,160,569 + 127,250 
1,177,321 — 11,568 


Includes $64,780 collected from the Government 


Increase or 


l++ 


decrease 


£ 
36,220 
ps.815,000 
$43,967 


= Aggregate traffics to date 
vo 

= Totals 

re) 

Cy} 
= 1947/8 1946/7 

£ £ 

3 144,960 108,740 
29 ps.9,959,400 ps.9,144,500 
52 $1,260,009 $1,303,976 
29 ps.75.191,000 ps.64.206 000 


29 ps.102.761,000 
29 ps.41,236,000 
29 = ps.98,303,251 


28 908,095 
22 162,347 
52 350,800 
29 ps.12,.913,600 

3 98.600 


48 $11,953,437 
52 $1,254,425 


3 139.801 
22 ~~ ps.7,706,200 
26 105,663 

2 13,686 
22 25,863 
29 1,852,363 
26 1,026,119 
17 ¢315,600 
26 40,740 
29 1,694,339 
26 6,622 


48 99,924,750 
48 72,495,250 


35 205,350 

4 116,016 
39 446,809 
22 108,059 


35 2,930,730 
52 6,787,603 
39 48,959,678 


ps.98.587,000 
Ps.36,222,000 
ps.91 644,507 


1,019,047 
132,743 
369,575 

ps.12,426,100 
ps. 102,900 
$9,543,915 
$1,393,471 
156,632 

ps. 13,441,600 
112,280 

7,771 

28,279 

@1 826,187 
920,202 
¢322,000 


“29410 
1,432,502 
8.031 


91,193,750 
66,887,000 


184,770 
90,491 
509,056 
80.568 
3,076,711 
6,174,664 
44,633,894 


+1 ++++ 


b++1 titi i+i4 


I++ ++ I++ 


++1+ 


ps.10,985,000 
ps.4,174,000 
ps.5,014,000 
Ps.6,658,744 


110,952 
29,604 
18,775 

ps. = 500 
4,300 


$2,409,522 
$139,046 


16,831 
ps.5,220,000 
6,617 


8,731,000 
5,608,250 


20,580 
21,525 
62,247 


27,491 
145,981 
612,939 

4,325,784 


but on the other hand the 
devalued france led to falls in French ; 
way sterling bonds, Midi and Orleans both 
receding to 904. 


-ail- 


There was again activity 


changed hands up to 105, 


Shares 


or 
Stock. 


Ord. Stk. 


6 p.c. Deb. 


Bonds 
Ord. Stk. 
Ord. Stk. 


Did. 
Ord. Stk. 
Stk 


I Mt. Deb. 


Ord. Stk. 
Ord. Stk. 


5 p.c. Deb. 


Ord. Stk. 
Ord. Stk. 


Ord. Sh. 


Pr.Li.Stk. 
Pref. 
Ord. Stk. 


Ord. Sh. 
Ord. Stk. 


Ord. Stk. 
Ord. Stk. 


Prf. Sh 
B. Deb. 
Inc. Deb. 


+ Receipts are calculated @ Is. 6d. to the rupee 


bearer 


hands 


. 6d. 


around 


Railway shares up to 

Funds. 57s. 3d. Antofagasta ordinary and 
preference were Ii and 594 respectively 

other directions, Barsi Light Railway 


and Algoma 


Central Terminal 5 per cent, debentures 
marked 1294. 

Elsewhere, Tube Investments have 
strengthened to £7;';, and there was more 


business reported in shares of locomotive 
engineering and building companies, 
changing 
registered as North British Locomotive at 28s. 4d.. 
Vulcan Foundry were 32s 


Beye 


26s.. 
and 
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